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_ Making the Most 
a Out of the Convention 
HE October convention is now but little more than 
two weeks off, and each individual who expects to 
_ attend should plan how he can contribute to the success 
_ of the meetings, both as regards himself and the meet- 
_ ings as a whole. One point has already been mentioned 
in these columns, namely, that the delegates should aim 
i be present at the scheduled time for opening so that 
lPisch session can start promptly. <A corollary of this 
| plan is for each delegate to attend regularly the meet- 
ings of the association in which he is most interested, 
and a second corollary is that he should participate in 
' the discussion so far as he is able. 
} The fundamental idea of any conference is the benefit 
which comes through the exchange of ideas and the 
E new conceptions thereby brought out. A study of the 
programs for the various meetings shows many oppor- 
| tunities for constructive discussion, and unless advan- 
| _ tage is taken of these opportunities the full benefit of 
B the meetings will not be had. To understand the truth 
fof this statement one has only to recollect the note- 
worthy information brought out on the floor of past 


ion, as well as the excellent discussion which followed 
* _ the report last year of the committee on merchandising 
{> transportation of the Transportation & Traffic Asso- 
ciation. 

_ Executives of member companies will do well to 
impress upon their officers and staff the great advan- 
‘ages and benefits that will come from their attendance 
at and participation in the sessions of the various asso- 
clations as they take place from day to day. 


ee Is the Time to Settle 
the Coal Strike Permanently 


‘HIS is the time to settle the coal strike, not the 
strike of this year, for that is over, but future 
strikes, with their great attendant loss to the public. 
_ These strikes occur so frequently as to indicate that the 
| present system of settling them is not satisfactory, at 
t to the general public, which is vitally interested in 
ing a continuous supply of coal. Consequently the 
‘discussion of this subject by Secretary Hoover at this 
eek’s chemical convention in New York is most timely. 
In the Secretary’s opinion, the present relationship 
of employer and employee in the coal industry consti- 
tutes a periodical national danger, as every quarrel 
reatens the welfare of 99 per cent of the community 
ho are not parties to it. These quarrels center upon 
ious rights claimed by employer and employee, but 


y of a necessity like coal at a reasonable price, the 
nant right is that of the public. 

ch of the trouble will disappear, Mr. Hoover 
KS, With more regular employment in the mines, and 
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on this point he declares that our bituminous mines are 


operated much less continuously than those in England 
and Germany, and the public obviously pays the bill of 
this waste of labor and capital. He then points out that 
greater facilities of storage of coal among the larger 
users, particularly the railroads and the public utilities, 
would help greatly in overcoming seasonal fluctuations, 
while a co-operative system of marketing would get 
better car distribution, would decrease transportation, 
would enable the laying down of coal in storage at points 
of consumption, and would consequently give more 
regular operation with reduced working costs. The 
proposed coal commission has a great opportunity for 
constructive work in the interests of the public. 


Mayor Couzens 
Scents a Conspiracy 


IM COUZENS, Detroit’s Mayor, came up from the 
bottom. He ought to know labor. It is his proud 

boast that he has worked with his hands. That was a 
long time ago. He has had lots of time since then to 
forget many things. One of the things that he has for- 
gotten is that labor by and large is ungrateful. Thus 
Mr. Couzens is found caterwauling about something 
that hasn’t yet happened to him, but that may happen 
in the future. He is visibly perturbed. It is all about 
the trainmen in the employ,’ of the Detroit Municipal 
Railway. 

As Mayor he has treated the railway employees well. 
He says so himself. And the facts bear him out. He 
did not reduce wages when wages were generally re- 
duced. He established a trial board to investigate all 
complaints against employees. All this and more he 
has done for labor. And now Mr. Couzens sees labor 
about to turn against him. The men on the municipal 
lines who were members of the Amalgamated when the 
Detroit United lines were taken over threaten to turn 
on Jim and bite the hand that has fed them. These 
same men bit the hand of the Detroit United on several 
occasions. Apparently, they did this because the De- 
troit United was a private corporation without a soul, 
that ground the men down so that the widows and 
orphans among its security holders might live in luxury. 
But that the men should want to do the same thing to 
Jim after he has done so much for them is too much. 
It can’t possibly be so. 

If it is so, then there is some deep mystery attached 
to it all. Is some agent of the lower regions surrepti- 
tiously at work among the men to stir them up? No. Is 
union labor preparing to repay a debt of human grati- 
tude in the approved union way? No again! Accord- 
ing to a public statement of the Mayor, a number of 
electric railways are in a conspiracy to stir up the men, 
embarrass his administration and discredit municipal 
ownership as a policy and if possible destroy it. Can 
you beat it? As Spoon River says, beware of the man 
who rises from one suspender. 
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Individual Railway Experiments with Joints 

Have Been Costly 

PROPOS of the question of policy involved in the 

proposal that the American Electric Railway Asso- 
ciation appropriate funds for financing the work of the 
committee on welded rail joints, it is being said, in 
opposition to the suggestion, that the industry or the 
companies as a whole are continually in actual service 
conditions making better experiments than the commit- 
tee could make. In other words, the thought is expressed 
in some quarters that the companies should continue 
their individual efforts at testing joints in service in the 
manner which has long prevailed and which, so far, has 
resulted in this lack of knowledge in regard to the 
relative merits of the several types of welded rail joints 
which confronts the industry. 

The individual experiment method has, more than 
any other single factor, been responsible for the lack of 
information which the committee on welded rail joints 
has disclosed through its preliminary study. So long as 
individuals experiment each for himself, without co- 
ordination of effort, just so long will there be a diversity 
of opinion as to the results of their experiments. 

The co-ordination of such individual efforts has been 
one of the aims of the committee because it has been 
found that in no other way can the industry hope to 
learn the fundamental facts underlying the properties 
of each of the several joints which have more or less 
use today. 

Even were such efforts co-ordinated through the com- 
mittee, there remains the fact that years have been 
required to learn some facts about welded joints which 
proper and scientific tests, made beforehand, would 
have developed within a few months. No one would 
think of erecting an important building without testing 
the soil in advance, to be certain that the foundations 
will spread the load. But the electric railway industry 
has been blindly building tracks with joints of varying 
merit: without any real advance knowledge of their 
ability to withstand the stresses which come upon them. 

Surely, preliminary tests can and should be made to 
determine how welded rail joints may be expected to 
perform. That it is not possible, within reasonable cost, 
to make tests exactly under full service conditions is not 
a cause for rejecting the service test scheme as proposed 
by the committee, because some of the best scientific 
minds in the country have indicated their belief that 
tests which will give all necessary data can be made in 
the manner proposed. 

Individual efforts have had their day and so far have 
principally caused expense entries on the debit side of 
the ledger account against rail joints. The records of 
one company show this clearly. A careful account of 
maintenance costs for 100 miles of modern track having 
an average age of four years gives significant informa- 
tion relative to the cost for joint maintenance as com- 
pared with total maintenance for the track, and also the 
cost for a particular joint which caused excessive expense. 
Had proper tests been made before this joint was 
adopted an expense of more than $100,000 could have 
been avoided. The records indicate that 65 per cent of 
the total maintenance expense for 100 miles of track 
was confined to 11 per cent of the mileage and all of the 
track producing this large proportion of the total 
expense was laid with a particular type of joint. No 
doubt similar records, if kept on other properties, would 
show similar results. 
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In any event, the way engineers know that their joint 
experiments, individually, have been costly affairs, and 
as a rule the engineers are rather reluctant to admit 
such facts for fear of adverse criticism. And small 
companies, of which the industry is mainly composed, 
cannot afford to make costly individual experiments. 
This throws upon the larger companies the burden of 
the experiments that are made individually. 

It is believed that the problems requiring solution are 
not such that individual experiments, by the several 
large railway companies only, will solve them, at least 
within a reasonable period of time. If the problems are 
to be solved in time to avoid another decade of costly 
individual experimentation it seems clear that the 


efforts toward solution must be made by the research 


methods proposed. by the committee and the industry 
as a whole should at once get behind the work as a 
matter of policy. 


Can Wheel-Tread and Rail-Head : 

Contours Be Co-ordinated? 

LIVE question before equipment and way engineers 

relates to the possibility of so designing wheel 
treads and rail heads that they will fit together when 
new and thus eliminate the ironing-out process. The 
use of rail heads with curved contours has been ardently 
advocated, and the Engineering Association has thought 
well enough of the idea to incorporate the curved head 
in the standards, as has also the British Engineering 
Standards Committee. Australia has the curved-head 
rail, too. The curvature of the head in these cases was 
selected to fit a partly worn wheel. 
the French rails illustrated elsewhere in this issue in 
an, abstract of the report of a paper by M. Gagné, of 
the Paris unified transportation system, have a plane 
head surface which he says is best because the cylinder 
is the best form for the wheel rolling surface. The ac- 
tion of the French Light Railways Association in adopt- 
ing this feature was discussed editorially in the Nov. 27, 
1920, issue of this paper, page 1106. 

The curved-head rail is comparatively new, but the 
weight of the argument seems to be in its favor. It 
can easily be had if desired on a large scale, as its manu- 
facture involves no complication in rolling. It is an 
open question at present as to whether the same argu- 
ments apply to the wheel. Some way engineers would 
like to get co-operation in this matter from equipment 
men in the form of a wheel tread with an enlarged fillet 
that would more nearly conform to the contour of the 
rail head. They believe that wheels as well as rails 
would wear longer if this could be done. Equipment 
men are reluctant to try out this innovation on a large 
scale as they believe that the results would not justify 
the bother and expense involved. They believe that 
the effect of curving the contour would be only transient. 
However, if some road or roads would try the plan on a 
large scale the experiment would yield valuable data. 


! 


On the other hand — 


At a recent Engineering Association committee meet- _ 


ing the opinion was expressed that the subject of inter- 
relation of wheel and rail contact surfaces has never 
been scientifically studied. The suggestion which fol- 
lowed to the effect that a comprehensive committee be 
appointed next year to make an all-round study of the 
subject is commendable. Here is a chance for engi- 
neers within one industry to get together to settle a 
practical matter in a practical way. The committee 
ought to be appointed in due course. 


f 


. 


. 
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St. Paul Utilities Co-operate on Stray Current Control 


Results of Survey Conducted by Co-operative Committee of Utilities to Determine Results of Applying 
Remedial Measures Suggested by Bureau of Standards — Committee Also Studied 
Effects of Changes in the Distribution System and Elimination of 
Competitive Drainage in Underground Structures 


By O. J. LENMARK 


Power and Equipment Department, Twin City Rapid Transit Company, Minneapolis, Minn. 


in St. Paul, Minn., met to discuss electrolysis prob- 

lems. As a result, the advice and co-operation of 
the Bureau of Standards was sought, and a joint in- 
vestigation of return railway circuit conditions was 
made by the engineers of the several utilities under the 
supervision of E. R. Shepard, of the bureau. Later 
the bureau submitted recommendations looking toward 
improvement in the situation. 

However, little was done in carrying out the bureau’s 
recommendations until 1921, due to the unsettled condi- 
tion incident to the war. In that year a working sub- 
committee, consisting of a technical man from each of 
the interested utilities, was appointed to carry out these 
recommendations and to determine the results. 

The method of co-operating followed in St. Paul has 
proved very successful. Obviously, the problem of elec- 
trolysis is one that requires co-operation of all in- 
terested utilities. It is an engineering problem that is 
susceptible to analysis if constructive work is done by 
all of the parties concerned. The members composing 
this committee are technical men in the several operat- 
ing organizations who are in constant touch with the 
changes in their systems which may affect the elec- 
trolysis situation. The problems are met fairly and 
squarely on the basis of facts, and opinions are formed 
from an unbiased standpoint. Any changes made on 
the various systems which result in a general improve- 
ment are approved by all the members of the committee 
before they are made permanent. 


[: 1917 the utilities owning underground structures 


ST. PAUL’s ELECTRIC RAILWAY 
DISTRIBUTION SYSTEM 


The St. Paul City Railway lines comprise approx- 
imately 170 miles of single track. The four principal 
Sources of power supply are (see Fig. 2) the College 
Avenue substation, located at College Avenue and 
Wabasha Street; the Snelling substation, located at 
Snelling and University Avenues; the Hope Street sub- 
station, located at Hope and East Seventh Streets, and 
the Concord substation, located at Concord and Isabel 
Streets. The Concord substation was not in operation 
when the 1917 investigation was made. 

Insulated negative feeders are installed in all of the 
substation districts, the system in the College Avenue 
district being unusually extensive. Complete data as 
to size, length, voltage drop, and current carried on the 
various feeders are given in the table, and the layout 
is shown in Fig. 2. This system of insulated negative 
feeders was installed to minimize electrolysis and it was 
hly commended by the bureau engineers at the time 
of the investigation. 

In its 1917 report the Bureau of Standards ried 
that the St. Paul City Railway had installed a rather 
extensive insulated negative return system, used welded 
rail joints on a large part of its track and had generally 
ed bonding on other sections. It was found that a 


number of failures on water and gas main service 
pipes and lead sheaths of cables, many of which had 
been attributed to electrolysis, had resulted from dam- 
age done prior to the installation of the four substations 
then in operation and were easily traced to conditions 
which had existed for a number of years previous. 
Many failures had occurred on University Avenue near 
Dale Street in the old substation district, where poten- 
tial differences of 12 to 15 volts between water pipes 
and tracks had existed. 

On the other hand, it was learned that practically no 
failures had occurred in some regions where conditions 
appeared to be most favorable for electrolytic corrosion, 
particularly in the Snelling substation district. Most 
of the failures which had occurred there were due to 
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conditions which at that time no longer existed. In 
some cases where serious corrosion had taken place on 
pipes and the cause of such corrosion had been removed 
the pipe failed later under abnormal strain, or due to 
natural rusting of the weakened pipe. Galvanic action 
may also have taken place as a secondary action follow- 
ing electrolysis from stray currents. Some of the fail- 
ures reported on gas service pipes were obviously due 
to their proximitiy to lead cable systems which, being 
drained, were strongly negative to the gas_ pipes. 
Others were in regions where the corrosion could not 
possibly have been explained by the action of stray cur- 
rents. 

The rails at Rice and Rondo Streets were found to be 
at unusually low potential, with the water mains 
strongly positive to them. To correct this condition it 
was recommended that more current be drawn from 
the tracks at the substation by decreasing the resistance 
between rail and negative bus, and that the nevrative 
feeder be moved from Rice and Rondo Streets to Tenth 
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and St. Peter Streets, or that a tie be made on Tenth 
Street between the Rondo line and the tracks on Wabasha 
Street. The current on the Rondo Line could then be 
limited to give the best voltage conditions. The purpose 
of this change was to raise the potential of the Rondo 
Street tracks at Rice Street, where there existed a 
“notential sinkhole.” This change would also divert 
more current to the Selby Street and University 
Avenue tracks, but should not change conditions appre- 
ciably along these lines. 

It was also recommended, in order to reduce the 
potential gradient on University Avenue east of Ham- 
line Avenue, that the 2,000,000-cire.mil cable on Chats- 
worth Street between University Avenue and Rondo 
Street be moved to the end of the Rondo Street line. 
The effect of this change would be to load that portion 
of the Rondo Street line west of Chatsworth Street 
then practically idle and correspondingly reduce the 
load on University Avenue. As this change would have 
only a minor effect on the potential gradient along 
University Avenue, it would not justify any great outlay 


of capital, particularly as the positive condition of the- 


pipe on University Avenue can be reduced by other 
means. 

The Bureau of Standards stated that it had consist- 
ently maintained that pipe drainage as a principal 
means of electrolysis mitigation is objectionable, the 
reasons for this being fully set forth in Technologic 
Paper No. 52. However, it had frequently recom- 
mended restricted pipe drainage to take care of residual 
effects which are always present, even where elabo ate 
measures have been applied to reduce potential gradients 
on the tracks to a practical minimum. The potential 
differences found between the water mains and tracks 
in the Snelling Avenue district, though apparently not 
resulting in any failures up to this date, were stated to 
be too high to ignore and the suggestion was made that 
they could best be reduced by bonding the mains to the 
negative return system. 

It had been found on the various. cable systems that 
some were being overdrained, while there was insuffi- 
cient drainage on other systems. To eliminate this 
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hazard, the bureau recommended that means be pro- 
vided to control and measure the current, and to equal- 
ize the potential between the various structures. 

The Bureau of Standards’ recommendations were 
made to cover conditions existing in 1917. After that 
year, however, several changes in the system have been 
made, such as the installation of the new Concord sub- 
station, some track extensions and a few minor changes 
in the cable and pipe systems. By 1921, when the work 
was taken up again, much preliminary testing became 
necessary to determine whether the changes recom- 
mended in 1917 still held. The committee then carried 
out on all the structures the suggested methods of 
mitigation, conforming to the general intent of the 
recommendations of the Bureau of Standards. A com- 
plete survey was-then conducted along the lines of the 
bureau’s survey of 1917. | 

The work consisted chiefly of the following items: 
(1) Preparation of load curves over a twenty-four hour 
period for the four substations, and determination of 
(2) potential drop and current flow in the negative 
return feeders, (3) potential gradients on tracks, (4) 
potential difference measurements; (5) current flow on 
gas pipes at numerous locations; (6) current flow in 
drainage cables connected between the various under- 
ground structures and the railway negative return 
system over a twenty-four hour period. 

The loads on the Snelling and Hope Street sub- 
stations were found to be about the same as in 1917, 
while the College Avenue substation load was consider- 
ably lighter due to the addition of Concord substation. 

Of the eighty-four gradients which have been cal- 
culated, 25 per cent exceed 0.5 volt per thousand feet; 
and 6 or 7 per cent equal or exceed 1 volt per thousand 
feet. In 1917, they were 35 and 9 per cent respectively. 

A few high gradients were found in the Hope Street 
district, where track repairs were being made when 
these measurements were taken, and it is believed that 
this temporary condition was the direct cause of these 
high readings. See Fig. 3. : 

As the raising of the potential at Rice and Rondo 
Streets would require the laying of one block of conduit 
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in a paved street and a 2,000,000-cire.mil cable, results 
essentially the same have been obtained by lowering 
_ the resistance in the feeder at College and Wabasha 
Streets to rails, and inserting additional resistance in 
the Rice and Rondo Streets feeder. At Snelling and 
University Avenues, the resistance in the feeder was 
reduced to lower the potential at this point in order 

_ better to balance the feeders. 

In analyzing conditions from Fig. 4, it is seen that 
' the feeders at University and Rice Streets, Rondo and 

Rice Streets and College and Selby Avenues are well 
balanced in good shape and that the water-main poten- 

tials are considerably improved. 

As recommended by the Bureau of Standards, three 
drainage connections to water mains were installed 
_ in the Snelling substation district. These drainage con- 
2 nections have greatly reduced the positive potential 
differences between water main and rails. However, 
until it is determined whether or not joint corrosion is 
taking place, it will not be possible to regard conditions 
in this district as satisfactory. In order to determine 
__ whether or not joint corrosion is taking place, it will 
be advisable to make periodic inspection of the joints in 
the water main near the drainage points. 

A complete electrolysis survey was made on the water 
mains in the Snelling Avenue and Hope Street dis- 
tricts. A number of measurements were also made in 
the vicinity of Rice and Rondo Streets. These are the 
districts where the pipes were known to be in danger. 
A comparison of the survey with that of the Bureau of 
Standards shows considerable improvement. This is 
due to pipe drainage installed in the Snelling Avenue 
district, and improved balancing of the negative feeders 
in the vicinity of Rice and Rondo Streets. A study of 
conditions in the Hope Street district revealed the exist- 
ance of a positive area along the Hope Street and Maria 
Avenue car lines. This condition is unquestionably due 
to the high potential gradient on the East Seventh 
Street line and no doubt will be removed after track 
repairs are completed on this line. 

As a result of the efforts made by the St. Paul City 


Railway and the various interested utility companies, . 
the electrolysis conditions on the water system have been 
greatly improved. Since 1917, only three failures due 
to electrolysis have occurred. Of these three, one, in 
the Snelling Avenue district, was due to present condi- 
tions; one, in the College Avenue district, was due to the 
breaking down of the insulation of the negative-return 
system; and the third, in the College Avenue district, 
was due, undoubtedly, to conditions which no longer 
exist. Pipe failures, due to electrolysis, are now less 
frequent than formerly, and should become still less 
frequent in the future. 

No attempt has been made to drain the distribution 
gas mains. However, a 16-in. cast-iron, high-pressure 
gas main which is not connécted to the distribution 
mains is drained at University Avenue and Dunlap 
Street, as the potential difference of rails at this 
location was considered too high for safety. 

In this connection, the possibility of using cement 
joints on a new 6-in. cast-iron gas main, which is to re- 
place a 3-in. cast-iron main in the College Avenue dis- 
trict, was brought up before the sub-committee. The 
committee felt that the insulating cement joint, which 
preserves a high resistance over a long period of time, 
would improve electrolysis conditions on the gas mains 
in this vicinity very materially. Special precaution, 
however, would be needed in making these joints to 
prevent metal-to-metal contact between bell and spigot 
ends in the joint due to expansion. 

It was further suggested that the service pipes in this 
insulated section be prevented from making electrical 
contact with other systems by the use of insulating 
joints within the premises served, as stray currents 
could enter from the water system through gas water 
heaters and other appliances with which it comes in 
contact, and injury would result to both the service and 
the section of the main to which it connects. In this 
specific case, it will be necessary to install a few cement 
joints on the cross mains which connect the insulated 
sections so as not to concentrate the potential at the insu- 
lated sections. On the cable systems care was taken no! 
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to overdrain the cables. To eliminate competitive drain- 
age, only sufficient current was drained to prevent the 
cables from being positive to ground for a long period. 

The sub-committee in its findings recommends: 

1. That, in addition to moving the tie cable on 
Chatsworth Street between Rondo Street and University 
Avenue to the end of the Rondo line, it be extended to 
Selby Avenue. This would balance the University and 
Selby feeders in better shape and would greatly improve 
voltage conditions on the water mains on the University 
Avenue line. a 

2. That periodic current and potential measurements 
be taken at all drainage locations so that a check may 
be made of any change which might happen; and to 
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investigate cause of change on the affected structure. 

8. That close watch be made on the gas and water 
mains at drainage points to determine whether or not 
joint corrosion is taking place. 

4. That a complete electrolysis survey of all under- 
ground structures be made at least every two years; 
and that tests be made in the substation districts during 
the intervening years. 

Since the report of the sub-committee was submitted, 
the recommended change of moving the tie cable on 
Chatsworth Street to Dunlap Street and extendc! to 
Selby Avenue has been made; and the results of this 
change show improved voltage conditions on the water 


mains very materially along University Avenue. 


POTENTIAL DROP AND CURRENT FLOW IN NEGA'LIVE CABLES 
St. Paul, 1917-1921 
All cables are 2,000,000-circ.mil unless otherwise noted. For location of the cables, see map. 


Roman type = 1917 readings. Italic type = 1921 readings. 


From E To 
Station Station Cables Distance Amperes, 
Number Number Number (In Feet) All-Day Average 
(a) College Avenue Substation District: 1917 1921 1917 ‘ 192 
2 1 Neg. Bus 15-109 134.5 8.3 5.8 156 (A) 865 
3 1 Neg. Bus 15-101 , 
Ay 1,634 5:0 2.94 1,690 991 Cable Tie 
4 1 Neg. Bus 15-102 (B) 5,265 8.9 6.58 265 
6 1 Neg. Buss) ide ee ere 8.8 4.48 i ' 
L 1 Neg; Bist? 2 04) fy tes sic, <\e ce ey ee ee 8.6 5.77 
8 fT OCINGE BS CETL On piace se oe) ee ee 8.0 4.89 
9 1 Neg. Bus 15-107 2,325 ar? 8.4 277 Cable Tie 
10 1} OONG B06 i ok ie asta ee ana eae 10.0 Cy ee Meme D rye ge Tal hone ko 
11 1° WNeg as Bue) vagrdee- et cg. e 0 Oy ee re 9.4 PAG tad Pant Pe My ede Ee 
12 1 Neg. Bus 15-105 4,422 9.5 4.4 395 175 
13 Te. INGer Bias? Piety i ea. on © em alee neers 9.2 BBO i het OMS A Se Ne a 
14 Neg. side of res. Neg. Bus 15-106 1,161 4.82 3.51 760 560 
15 he Neg Bas a - Se Tape io. ok 3} ee era De 9.0 PLO eS hae ae 
16 1, Neg Bui pete cose. . see eer Oe ine Brees 7.2 GER TE a On ee 
18 T Nég. Baga Oe a hn es adie” yak ean a re 8.8 Ci Sn eh ee 
19 DS Neg? Bus? [23 0PT 2s 4k oe A er ete 8.8 TSP ae,’ Yo td POSS Shoe Ale ee 
20 1 Neg. Bus 15-108 2.792 9.65 Vana) 630 520 
21 IeeNeeABias ye he a ake he Son Ne a memem she 10.3 RISIE ALN) EN ng ee 
7 3 Neg. Bus 15-101 1,962 3.6 2.5 336 237 
8 3 Neg. Bus » 15-103 717 3.0 1.75 770 453 
9 3 Neg. Bus 15-104 689 eg) 0.95 590 257 
6 8 Neg. Bus 15-103 350 0.55 0.098 290 61.9 
10 6 Neg. Bus 15-103 1,933 1.460 SO SSEBA RS, Beers 4G CT OF Sy Tees 
6 10 Neg. Bus 15-103 1,933 aes OEY (Eee CNR cee 46.1 
V1 9 Neg Bus 15-104 505 ar 1.24 630 455 
18 9 Neg. Bus 15-107 930 2.47 1.29 488 257 
19 18 Neg. Bus 15-107 1,441 0.39 0.117 50 14 (Al. Av) 
13 12 Neg. Bus 15-105 1,613 0,:88,; i eeios erste 1000030 i) eee 
12 13 Neg. Bus 15-105 LSS 9 i rT Ree OST 8 oie 0. Rake wretch 89 
16 14. Neg. Bus 15-106 1,272 2.08 2.79 300 406 
15 5 Neg. Bus 15-106 1,278 V9): ee aha eee toe 27310: 3 eee 
15 14 Neg. Bus 15-106 LOUD) I Sina Sere FRB OT SPS Grails 178 
21 20 Neg. Bus 15-108 1,142 1.36 0.94 220 152 
38 35 Neg. Bus Tie 2,600 (C) 0.9 0.54 35 19.2 
43 41 Neg. Bus Tie 2,550 (C) 0.37 (R) 0.42 (R) 15 14.02 
58 59 Neg. Bus Tie 1,600 0.88 1.06 110 120.6 
79 76 Neg. Bus Tie 900 1.5 -VpRe, ae aeetee 110,41 och ct) ee 
(This tie removed) 
Drainagevcurrent.from Tri-State cablest stake. ieee seats «cist o ie vc eie Ghee cienrs ltt sheptie ere ety epi gine st Saito le altace eevee 30 
Drainage current from: Tri-State cables is «share pevedease dete ene «10.0 oop veto eens + ote Sona aici te palma > el es ao fet Re ee eer ye aaa 1848 
Drainage current. from street railway CABLES... sickle ree alo oc '+ ajo alors 8 vein eon a s ttia yon beim ayo) Male Mal lle tus Canto ice eee es 18.9 
Allk-day/average station: load soit 2\45-s, esis nae lQuieeeeeneReiel: oils! « +05) phe « ob <)>) =p publ log aake Ghar nek aeeen els i aeeaee eee ae ee eee 4,567 
Alleday average'statton load... oil. 5 5 aghtine eee ns os tae uke aloo one linge oy hr ee ene ce ean aaa ae 8,239 i; 
(b) Hope Street Substation District: J 
24 27 Neg. Bus 29-103 1,879 2 2.72 292 26 
26 27 Neg. Bus 29-102 80 2.10 2.85 510(A) 306 
29 27. Neg. Bus 29-104 854 255. 8.49 50 760 
36g 27 Neg. Bus 29-101 pa if 2.9 tsi; 234 139 
All<daytartehare station load Ai) mic; A itotate ae Reem Cen cca ace ltt DN. «ta ate she eh stat ete getes tote geet aa ae eR 1,586 
All-day average station loads ./0% 0c hes. tas ole wasp eee GMP = 0+ Gato oh as os al akeled'a seid Seietenars states tela prelhs 4 eae ea een 1,454 
(c) Snelling Avenue Substation District: 
63 83 Neg. Bus 16-101 2,954 12.0 14.6 2 
64 83 Neg. Bus 16-105 100.5 ie 11.5 165 (A) 188 
65 83 Neg. Bus 16-103 2,676 10.3 9.94 10 
66 83 Neg. Bus 16-104 2)541 10.4 7 750 691 
67 83 Neg. Bus 16-102 3/460 13.0 18.08 690 968 
NeW TLelephone Company’ sicables.-. iiccix nie aerate ose «een cus nk una hy ls Goalealeg noen -eeyage) Mee Palaa eG eRe) sent 0 cee a eo 32. GA} 
N. W. Telephone Company's cables, << hi typ oe eee =, «bee ovis ieee ete ene pepaminiie aie Sateen anda gota i a 85 
Street Railway. Company's cables) ic h(t a. Uivissmbenmetmeaemet no. = xketyraka tne eletiets neon epi tea ate one te as ra Sah ate eer 55 (A) 
Street Ratiway Companiy's coblesss ooo 5 ojcek co. ste oia eae PRR sony 9» ye |5 nom wy oie nye aaa ob aaa as ap ee scan aa ns 290 
All-day' average station Load fooc ccs oe ee ee CE TREIRT CT «i Mi efece sa sinha? fatale RUM tate asaya fea tetas ete Oe ee 3,149 
Ali-day average station Load. x7. 6 era che sh aude PRT PUP 108 vio hal > onl oid |e ole egret ede Oinr ogNete tee its Geach a 8,166 
Resistance in 16-105 was decreased at substation to balance feeders in better shape. 
(c-1) Snelling Avenue Substation District: 
63 83 Neg. Bus 16-101 Ooh bem 8 taki LE Oe apt SCRE? «oes 760 ~ 
64 83 Neg. Bus 16-105 POW Sete sou BL By AC Die Maman epee 5? 158 
65 83 Neg. Bus 16-108 nds) A tre US LP pet tek CN ees bie Shy 768 
66 83 Neg. Bus 16-104 PORE oT WS eiwiane Ea ey OR ae 756 
67 838 Neg. Bus 16-102 O:9).GX0) a. co ere 1h gp) RN | hee Tes 893 
Northwestern, Telephone Company's: cables: ts vsis joa h we sree): + + +2 sla vin ele « vies alas Splaged vr tieiceee Shasle 14 vi tujale af ale oles alpine 85 
Street Railway Comipani)'s Caples’: fc J8. ii ais os «Se RMR Ob, 586555 my 0 5. ach Ron ake a doe Sogn. 4) nl Mined aus An et gies ati 22 
All-day aterage:station Wad Ve Bike Re LD Ee TS Ks vig a OR SIR ler Sa lelarcutre insect Chat hata ORte: macete a ete 8,392 
(d) Concord Substation District (in service since Jan. 29, 1918): 
76-A 88 Neg. Bus 83-101 816 BILE Oe. ia es nates 667 
T9-A 88 Neg. Bus 33-102 756 BihSqet Tote Maer 350 
79-A 88 Neg. Bus 83-103 739 BCR, OO Oe Eee 850 
All-day average station Toad 27524 Oe id eae ne ee oe Dy etn aie ow claim a wees ale, a elendiel Meg aula Ria Tea atelier aaa ate enetel ete 1,867 


(A) = Measured at substation. 


(B) = Cables vary in size. 


(C) = 1,000,000 cire.mil cables. 
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Shop Noies from Quebec 


While Local Maintenance Equipment Follows Standard Lines, 
the Practices Which Have Been Developed Show 
Originality and Adaptability 


ETER QUINN, who is master mechanic of the 

Quebec Railway, Light & Power Company, has 
developed his shop with a view to the minimizing of 
labor in maintenance. His equipment is neither new 
nor elaborate, but what he has available he uses to good 
purpose. The general features of the Quebec system 
were outlined in an article in the issue of this paper 
for May 27, 1922. Some further items with particu- 
lar reference to the shop follow: 

Mr. Quinn uses a home-made armature coil press 
which gives good results. (See illustrations.) It 
consists of a crank-operated bench vise with liners 
by means of which pressure can be applied to the 
straight coil side while hot from the varnish. To 
insure compactness of the coil and smoothness of 

_ the top and bottom surfaces a pressure bar is pro- 
vided with a pedal mechanism for pulling it down 
firmly above the vise. 

Another handy device is a rotating field-coil bench 
clamp for use in taping field’corls. It is carried on 
a Spindle which drops into a socket in the bench top. 
Still another device is a screw press for pressing 
‘motor bearings into and out of housings. The 
accompanying illustrations tell the story in these 
two cases. 


One of the greatest conveniences in the shop is a 
liberal use of trolley bar for the transportation. of 
armatures, etc., from point to point. Two of the 
accompanying pictures were taken particularly to show 
the bar. 

The bar is of cross-shaped section, the wheels of 
the trolley rolling on the horizontal surfaces, the upper 
limb being used for attachment of the supporting 
clamps. Switches in the bar permit shifting of the 
trolley from cne bar to another. There are, of course, 
several successful commercial types of trolley bar 


which are suitable for this purpose. 


THE EDITORIAL CAMERA INVADES THE QUEBEC SHOPS 


Nos. 1 and 2. This coil press turns out a smooth, compact coil. 
No. 3. A rotating field coil vise facilitates taping. - 
No. 4: Press for inserting bearings in housings and removing 


dhem. 


. | 


the Quebec shops showing 


No. 5. Armature banding corner in 
convenient belting connection. 

Nos. 6 and 7. The trolley bar is a useful adjunct in the ma- 
chine shop (left) and armature shop Cright). 
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HANDLING AND WELDING RAIL SECTIONS IN 
WASHINGTON 


No. 1—Ramming up self-luting mold box. 

No. 2—Rails lined up parallel to each other on side of street 
preparatory to welding. One rail is being pre-heated. 

No. 3—Two lengths of seven rails each at side of street after 
being welded. Each length 420 ft. long. sie 

No. 4—Lifting seven lengths of welded rails into position along- 
side track. 


Track Relaying Accelerated by 
Installing Pre-Welded Rails 


Rails Were Welded at Side of Street and Transported to 
Position Alongside Track During Daytime, Then 
Installed in Permanent Location at Night 


By C. S. KIMBALL 


Engineer Way & Structures, Washington Railway & Electric 
Company, Washington, D. C. 
URING the course of some track relaying work the 
Washington Railway & Electric Company, Wash- 
ington, D. C., recently adopted an economical method of 
installing and Thermit-welding new rails. This resulted 
in a considerable saving in time and cost as compared 
with the usual method of procedure and was accom-. 
plished without interruption to traffic. 

The replacement consisted of 7,000 ft. of fourteen- 
year-old double track on H Street between North Capi- 
tol and Fifteenth Streets, N.E., with new 6-in. L.S. Co. 
120-513 Trilby rail, a special rolled section, which is a 
modified A.E.R.E.A. rail made to conform to the special 
requirements of the conduit current distribution system 
installed in Washington. Normally three to four min- 
ute headways are maintained over this line, with one 
to two minute headways, lasting about two and one-half 
hours, during the morning and evening rush-hour 
periods. In addition to this service the heavy inter- 
urban cars of the Washington, Baltimore & Annapolis 
Electric Railway also operate over these tracks. It was, 
therefore, important that this frequent car operation 
be not interrupted. There were no adjacent parallel 
lines over which to reroute car traffic during rehabilita- 
tion, and the construction of temporary crossovers was 
entirely out of the question because of the difficulties 
and expense entailed by the conduit system. ° 

The only time for carrying on this work without in- 
terrupting car traffic was between 1:30 and 5 am., 
during which period a half-hourly “owl” service was 
maintained by one car, which could be routed back and 
forth on one track, while the other track could be torn 
up. But relaying track over a conduit system takes 
longer than in the case of ordinary track for the fol- 
lowing reasons: 

1. Instead of simply spiking the rail to ties each 
rail must be bolted with four hook-bolts to the conduit 
yoke seats which support the rails at 5-ft. intervals 

2. The yoke seats allow less room than ties for lateral 
adjustment of the rail. 

3. The rails of a conduit system have to be surfaced 
much more carefully, by inserting steel filler plates be- 
tween yoke seat and rail base (rather than tamping 
material under the ties, as in ordinary track) in order 
not to cause misalignment of the plow contact shoe, and 
hence possible breakage of the porcelain and cement 
insulations from which the conductor rails are sus- 
pended. 

For these reasons, therefore, also because of the 
short, costly and ineffective periods of night labor, the 
work threatened to become unduly expensive and would 
have failed to keep pace with the progress of the pre- 
paratory work of removing the pavement. 

Night labor costs, however, were greatly reduced and 
the speed of the work accelerated by laying the rails 
to be installed along the side of the street, parallel te 
the track, welding several lengths together during the 
day time and transporting them close to the edge of 
the track, then, during the early hours of the morning, 
removing the old rails and installing the new, welded 
lengths. If there was not time to weld the free ends 
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of the welded rail lengths to the ends of the rails 
already installed, these joints were temporarily bolted, 
and Thermit-welded on another night. The new rails 
were temporarily bolted to every fifth yoke seat, or at 
intervals of 25 ft. Except where especially low joints 
occurred, surface plates were not inserted until later 
during a day period, when the temporary bolts were 
removed, the base of the rail wedged, plates inserted 
and the rail base bolted permanently to the yoke seat. 


The number of rails per unit to be first welded to- 
gether at the side of the street depended on the length 
of space uninterrupted by cross-streets along the curb 
adjacent to the place of installation. In most cases 
these welded rail lengths included three or four 60-ft. 
rails. In one case, on H Street between Twelfth and 
Thirteenth Streets, a pair of rail lengths was each com- 
prised of seven rails making continuous lengths of 420 
ft. each. 

Before welding the rails at the side of the street 
each set of rail lengths were mounted on wooden cross 
ties cut in half, lined up parallel to each other and care- 
fully surfaced by placing shims under the joints to be 
welded. The rails to be welded were kept in accurate 
lateral alignment by spacing the parallel rails evenly by 
means of three sections of I-beams, as shown in an 
accompanying illustration, which were cut to similar size. 
The rails were clamped together with eight bolts, four of 
which were clamped around the rail heads and four 
around the rail bases. Welding was then performed by 
means of the Thermit insert welding process. After the 
welds were made the welded rails were removed from 
the blocks and replaced by a set of unwelded rails. 

When the time came to transport the welded rails 
to the edge of the track gangs working on four-men 
rail tongs lifted them over. In the case of the seven-rail 
lengths, twenty men on five rail tongs were used, 
with five men prying the rail with slot bars, making 
twenty-five men in all. Efforts were concentrated on 
moving only one portion of this flexible unit at a time 
by successively shifting one end, then the middle, then 
the other end half way across the street. By repeating 
these operations once more the total lateral shift of 
about 18 ft. from curb to track was completed. The 
two seven-rail lengths were thus shifted laterally in 
three-quarters of an hour. Each multiple unit was then 
in turn placed on pipe sections as rollers and tugged 
along parallel to the track by means of a Fordson trac- 


_tor to a position next to where it was to be installed. 


In the future low dolly trucks, equipped with center 


wheels of slightly longer diameter to facilitate free 
changes of direction, will probably be substituted in 
place of the pipe sections. Only a few minutes were 
required the following night for seven rail-tong teams 
to place the 420-ft. rails upon the yoke seats and bring 
one end flush with the rail already installed by battering 


. the other end with a loose rail. 


This reconstruction work was in direct charge of 


George Mahoney, supervisor of construction, and under 


general supervision of H. Jackson, supervisor of under- 
ground lines. The welding gang included a welding 
crew and a grinding crew, both under one foreman. 
Duties were arranged as follows: 

Welding crew (six men)—one man for making molds; 
two men for aligning, surfacing and clamping rail; two 
men for applying molds, preheating and pouring; one 
man for removing and cleaning up molds, also other 
cleaning up work. 

Grinding crew (five men)—two men on one grinder, 


RAIL LENGTHS OF 420 FT, ARE HANDLED 
AS UNITS 


No. 5—420-ft. length of rail partly lifted across street after 
being welded at curb. : : 

No. 6—Two pairs of rails each welded from seven rail lengths 
in place alongside track for installation at night. , 

No. 7'—Fordson tractor pulling 420 ft. of rail into position along- 
side track. may ; 
No. 8—Close-up of Thermit insert weld after installation. 


Here Is THE B. R. T. WELDING AND GRINDING APPARATUS READY 


grinding head of rail; two men on a second grinder, 
grinding weld at gage line; one man on small hand 
grinder, for finishing off grinding work. 


COSTS OF WELDING RAIL JOINTS 


No. of | Labor Material Total 
Joints Cost Cost Cost 
Con- Per Per Per 
sidered ~ Joint Joint Joint 
(-Weldiie..0 2.05.35 ae ie Sect ese, fie 105 $2.88 = *$8.13 *$11.01 
2-Thermit supplies and equipment (not in- 
cluding materials actually used up in 
WOLGINE er. yh mon eae coe eet le AI 500). 222 5e— 0) .55 
3 Manufacture of rail clamps and blocking 
for rail (for using special welding meth- 
OG AESCMMIEG a/v ere ne ae aos m alenenion bier 500 41 s22 - 63 
4 Extra handling of rail (for using special 
welding method described). Putting 
rail on blocks and removing after weld- 
INGs wis eee ee Be Sins Ser Arete . 170 12335) ee 1.33 
5 Grinding (estimated only, because work 
not completed at this time) .......2.... ..... 1.00 .50 1,50. 


Practice lly speaking, should addi ional welding be contemplated the cost of 
Items 2 and 3 would actually be much lower, as these materials will still be service- 
able for additional work at the compietion of this job. 

As the work progresses the unit cost of Items | and 4 will be considerably de- 
creased as the welding crew becomes more expert in applying the new method. 

* Had the new ‘‘center pour” Thermit insert weld been used the material cost 
of welding per joint would have been only $5.50 and the total cost of welding per 

oint $8.38. 


The cost-of Thermit-welding rail joints on this job, 


up to and including Aug. 8, 1922, was as shown in the 


accompanying table. 


Taking the Arc Welder and Rail 


Grinder to the Job 


This Automobile Welding Equipment Recently Assembled in 
Brooklyn Provides for Speed in Dispatching 
the Apparatus to the Line 


NE of the more recent developments in the use of 

the arc welder in the repair of defective joints and 
special trackwork has been along the lines of portability. 
The portability feature was necessary so that sites of 
emergency repairs could be reached more quickly than 
can be done under the customary scheme of hauling 
the individual welder to the job. 

Under this scheme it is necessary to haul the equip- 
ment from job to job, which in turn requires careful 
routing of an automobile to haul the equipment about 
and later requires the additional haulage of grinding 
equipment. Where emergency arc-welding repairs are 
needed, this all consumes a great deal of time and there 
is considerable lost time due to delay because of the 
difficulty closely to follow the welding work with the 
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necessary grinding work. The latter should be done ~ 


immediately, if the best results are to be obtained in 
the repairs to cupped joints or to defective parts of 
special trackwork. 

The automobile welding equipment shown in the 
accompanying views was assembled by the way and 
structures department of the Brooklyn Rapid Transit 
System, in order to facilitate the work of emergency 
repairs. The equipment consists essentially of a 14-ton 


Ford automobile having an Olsen extension and carry- — 


ing a body which was designed by the surface track 
division under the general supervision of C. L. Crabbs, 
chief engineer of way and structures. 

Removed from its usual running gear, a Type “W” 
Rail Welding & Bonding Company dynamotor welding 
outfit is mounted on special supports on the truck body 
immediately back of fhe cab. There is space between 
the welder and the tailboard of the truck body for the 
special swing-frame-type grinding equipment, which has 
been developed in Brooklyn for the particular needs of 
grinding special trackwork and minor welds at joints. 


B. R. T. EMERGENCY WELDING AND GRINDING OUTFIT READY 
TO MOVE 


The sides of the truck are removable and are made to 


act as skids upon which to load and unload the grinding : 


equipment. One of the views shows a block and tackle, 

temporarily installed for assisting in loading the 

grinder, but the outfit is now equipped with a small 

winch which better serves this purpose. The auto driver - 
acts as a helper for the welder man, making a crew of 
two required to operate the outfit. : 


} 


y 
i] 
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Inter-Operation Problems of Frankford Elevated 


Use of Improved Features in Design Made Inter-operation 
with Present Equipment of Other Lines Impossible—Bat- 


tery Control Adopted to Facilitate Use of Electric Couplers 


By J. N. Dopp 


Consulting Engineer 


HE Frankford Elevated 
; was built by the city of 
Philadelphia as part of an 
extensive system of municipally 
owned high-speed transit lines. 
In order to use it to advantage 
before the rest of the system is 
constructed, it was designed to 
be linked up with the Market 
Street subway and elevated line 
of the Philadelphia Rapid Tran- 
sit Company, so that, assuming 
that a satisfactory operating 
contract could be arranged, the 
road would be operated as an 
_ extension of that line. The road 
is being equipped by the city, 
but even before the operating 
contract was signed by the com- 
pany the engineers of both the 
company and the city were in 
_¢close contact on all details of the 
determination of the equipment. 
The existing cars of the Mar- 
ket Street line have line control. 
If the road was to be an extension, it would be neces- 
sary that the cars of either line should be able to 
Yun over the entire system. Satisfactory operation 
would be impossible if the Frankford cars were able 
to run only as far as the southern terminus, almost 
a mile from the center of the city, and the pas- 
sengers were there compelled to transfer to the cars 
of the Market Street line in order to reach their 
destination. 
Operation of the Frankford cars over only a portion 
of the Market Street line would be entirely impossible; 


UNDERFRAMING AND EQUIPMENT 


the Frankford cars and_ still 
maintain a safe distance be- 
tween trains. The only way to 
accommodate the Frankford cars 
in the subway would be for them 
to take the place of the Market 
Street cars when they enter the 
subway and to run to the end 
of the line and carry the Market 
Street traffic. It. follows also 
that the track equipment of the 
Frankford line must be such as 
to accommodate the Market 
Street cars. 

For this reason interchange- 
ability of equipment also at first 
appeared desirable, at least to 
the extent that the new cars and 
the old should be able to run 
in the same trains. However, 
a brief consideration of the facts 
showed that this was impossible 
for a few years to come. The 
Market Street cars are equipped 
with a type of coupler which 
has given great satisfaction for many years on this 
as well as on many other roads. However, it is 
not automatic and it does not make the electric con- 
nections between the cars. It was realized that 
economy of operation demands an automatic coup- 
ler, which permits the cars to couple by impact; 
that is, by the mere bringing of them together. The 
coupler should also make the air-brake connection be- 
tween the cars and simultaneously it should make the 
electric connections. Ordinarily it requires a consider- 
ably longer time to make the electric connections than 
the air, and some claim that three-fourths of the value 


that is, to have the Frankford cars run through the 
business center but no further. The interval between 
trains over that part of the line is already extremely 
close. For a portion of the rush hour there is a train 
every ninety-five seconds as far as Sixty-third Street, 
almost to the end of the line. It would be a physical 
impossibility to increase this service by the addition of 


of the automatic coupler lies’ in the electric features. 
There is no modern coupler which can connect with 
ears on the Market Street line, and as no provision has 
been made for buying new couplers for the existing 
cars, operation of the two types of cars in the same 
train is an impossibility for some time to come. With 
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EXTERIOR SIDE VIEW OF FRANKFORD ELEVATED CAR 
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this given as one of the conditions, the engineers felt 
free to consider carefully the advance which has been 
made in all details of car equipment to find out what 
was best without being bound by the requirement that 
the new cars should be able to run in the same train 
with the old ones. 


IMPROVED BRAKE AND OTHER EQUIPMENT ADOPTED 


The latest type of brake equipment has several im- 
provements over the type on the Market Street cars. 
While the equipment on the old cars represented what 
was at that time the latest advances in the art, sub- 
sequent experience has shown the need of further refine- 
ments and additional features to meet the exacting 
requirements of modern rapid transit service. The new 
equipment has a much higher air pressure (and there- 
fore brakeshoe pressure) for emergency application 
than has the old and a plentiful supply of air at this 
pressure, the purpose being to obtain the quickest pos- 
sible stop when necessary. With the new equipment 
the brakes are applied automatically whenever the 
brake pipe pressure falls to a predetermined figure, 
whether this lowering.in pressure is done designedly or 
inadvertently by the motorman, or whether it is due 
to leaks or even to failure of the compressor. 

The control of the new brakes is such that in the 
event of failure of the electric control the brakes are 
controlled pneumatically without further action on the 
part of the motorman. It has many other refinements 
of greater or less importance. However, the control 
of the two types of brakes is radically different in 
that both cannot be run in the same train without 
abandoning the electric control. Electric control is such 
an important feature that its abandonment could not 
be considered. 

The door-operating equipment has been improved so 
as to halve the operating cost and at the same time in- 
crease the safety. Operation has shown the need of 
an emergency system of lights which would be effective 
in case of failure of the power from the third rail. It 
was also desired to have the front and rear train 
marker lights supplied from a reliable source separate 
from the third rail so that the lights would burn even if 
the shoes should be broken off or the fuses blown. Adop- 
tion of any of these features would have made the 
operation of the two types of cars in the same train 
an impossibility. 

It was felt that the improvements which could be 
obtained were so great that they should be adopted and 
that the ideal of uniformity of equipment be abandoned. 
This left the engineers free to adopt whichever type 
of control seemed best. The requirements that the cars 
be provided with emergency lights and with tail and 
marker lights energized from a source independent from 
the third rail meant that each car be equipped with a 
storage battery of large capacity. The control could 
be supplied from the same battery without increasing 
its size so that storage battery control would actually 
be a step in the direction of simplicity. 


REASONS FOR USING BATTERY CONTROL 


The Frankford cars run in a subway where prac- 
tically all the dirt is brakeshoe dust. This is very 
finely ground and is highly conducting. It enters all 
parts of the equipment and the breakdowns in insula- 
tion appear mainly due to this cause. Trouble from 
this source would be practically eliminated by the sub- 
stitution of 30-volt battery control instead of 600 volts 
from the third rail. Experience has shown also that 
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when a failure occurs with 600 volts it is usually so 
serious as to require cutting out the entire cars. How- 
ever, with 30 volts when a failure occurs it can be 
localized frequently to a single circuit. 

One source of danger which not infrequently occurs 
from a failure of this sort is when the breakdown is 
on the first car of a train. When 600-volt control is 
used such a failure necessitates running the train from 
the second car. In a subway this not only is difficult 
but dangerous as well. As pointed out above, failure 
of insulation is very unlikely on a battery circuit, and 
even if it should occur on the 600-volt circuit of the 
first car battery control would permit cutting out the 
motors and operation of the remaining cars from the 
first. It is an interesting fact that in the Interborough 
subway in New York all cars originally had line control. 
However, 500 of them have been changed over to battery 
control and the last 1,000 bought also have battery 
control. It is said that the reason for the change is — 
the freedom from insulation breakdowns. On the 
Brooklyn Rapid Transit line no subway cars are 
equipped with line control. 

Strong as these arguments were, they took a sec- — 
ondary place when consideration was given to the 
electric coupler. The automatic electric coupler is 
essentially a detail of the equipment wherein trouble 
from high voltage may be anticipated. It consists of a 
number of energized knobs or buttons projecting from 
a plate. The necessity for compactness requires that 
these be placed very close to each other. In this case 
there would be thirty-three knobs, many of them placed | 
not more than 4 in. from each other. If the voltage 
is only 30, a creeping surface of 4 in. may be consid- 
ered with equanimity. If, however, the voltage is 600, 
it cannot be so considered, especially if the surface is 
also apt to be damp and covered with iron dust. An 
electric coupler was desired. If an electric coupler 
was to be used, the control voltage used should be the 
lowest with which reliable operation of the control could 
be obtained. It is usually felt that this is about 30 
volts, and this type of control was therefore selected. 

To recapitulate: The existing cars were equipped — 
with line control, and economy of operation would usu- 
ally demand that the new cars be such as to permit 
operation in trains with the old ones. However, the 
determination to adopt safety features and details to 
reduce the cost of labor for operation made their use 
in trains impossible. Experience elsewhere made the 
adoption of battery control advisable and the decision 
to use the automatic electric coupler made this 
imperative. : 


Trial Locomotive for P.L.M. Railway 


HE Paris-Lyons-Mediterranean Railway (Cie des 

Chemins de fer de Paris a Lyon et a la Méditer- 
ranée) has ordered from the Société Oerlikon and the 
Société de Construction des Batignolles a trial locomo- 
tive for its approaching electrification. This will be 
placed in high-speed passenger service. 

The locomotive will develop 1,840 hp. continuously at 
50 m.p.h. and 2,400 hp. for one hour at 30 m.p.h. In 
starting the tractive effort may reach 47,500 lb. The 
maximum speed will be 68 m.p.h. 

Regeneration will be provided for, and a train of 300 
tons trailing weight will be held to not more than 25 
m.p.h. by this means when descending a 3 per cent 
grade. 


ie ‘ 
| 

, 
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Richmond Problems Being Analyzed 


Experts Consider Rerouting, Valuation and Traffic in the 
City of Richmond, Va.—Find Considerable Jitney 
Service in Non-Competitive Districts 


HE traffic check just completed on the car lines in 

Richmond, Va., by the Beeler organization should 

give information of value in the solution of the railway 

| problem there. The Virginia Railway & Power Com- 
‘pany operates the street railway lines in Richmond 
under a number of separate franchises granted at va- 
Tious times and having different dates of expiration. 

| Practically all these franchises specify a rate of fare of 
5 cents, with six tickets for 25 cents and special work- 
men’s tickets at further reductions. 

The company has requested the city to grant a thirty- 
year blanket franchise to replace the various franchises 

. under which it is operating. It seems, however, that 
_ the city can grant franchises only after competitive 
_ bidding, and the city’s legal advisers have held that bids 

can be called for only after the company has surrendered 
its franchises or they have expired. As the company 
might be unsuccessful in bidding on the new franchise, 

_ it has been unwilling to surrender its present grants. 

During the past several years the Richmond railway 
division of the company has been unable to cover oper- 
ating expenses at the specified rates of fare, so the city 

suspended these rates and the company has been oper- 

ating under a temporary rate of 6 cents granted by the 
City Council. The city government, in granting this 
relief, felt that definite action should be taken to provide 
a more stable basis of operation for the company. It 
was claimed that the division of expenses between the 
various physical and political divisions of the company 
was not being made correctly. The company produced 
a valuation which it presented as a basis for negotia- 
tions, requesting a fare to yield 8 per cent on the cost 
of reproduction as of Jan. 1, 1920. The city was 
opposed to acceptance of this valuation as it stood. In 
addition the city felt that the entire situation required 
an analysis. ; 

To complicate matters still further, a strike of the 
trainmen last winter to combat a wage cut caused the 
growth of a competing jitney service. There was a 
partial boycott of the street cars by union sympathizers. 
The company fought the strike to a finish and is now 
operating with practically new forces. The business is 
now coming back. To curb the unfair jitney competition 
the city passed an ordinance restricting jitney operation 
to five definite routes which in general do not directly 
cover street car lines although they operate in street 
car territory. The jitney fare was fixed at 8 cents. 
Provisions for adequate bonding and insurance were 
included so that irresponsible jitney men would be 
forced out of business. The jitney operators contested 
this legislation and obtained a restraining injunction 
which was later dissolved, so that the city ordinance is 
now in effect. It has resulted in a reduction in the 

_ number of jitneys from about 500 to 100. Practically 
all the jitneys now in service are running on what is 
known as Route No. 1, which serves a high-class resi- 
dence territory in which the car lines are a considerable 
distance apart. The railway for some time had an appli- 
cation before the Council to construct a car line in this 
territory, but met with much opposition from the prop- 
erty owners, so that the project was abandoned. In 
lieu of a car line the company has been willing to in- 
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stall a trackless trolley and operate it as a part of the 
street car system, at the same fare and with free trans- 
fers. The property owners have objected to this 
project also on the ground that the overhead wires 
would be a disfigurement. 

In July of this year a bus line was granted a franchise 
to operate at an 8-cent fare over what is practically the 
same as jitney route No. 1, in the territory where the 
company was refused a permit for a trackless trolley. 
While the franchise has been passed by the Council 
and approved, it still remains open until bids are ob- 
tained and the franchise awarded to the successful 
bidder. Meanwhile the jitneys are doing a considerable 
business in this district. Manifestly a situation such 
as this is exceedingly unsatisfactory and should not be 
allowed to continue. : 

To have the full information before it to make a 
proper decision, the City Council, through Ordway 
Puller, chairman of the committee on streets, has en- 
gaged the Beeler organization to make a thorough in- 
vestigation of the entire situation and advise with re- 
gard to the valuation, the efficiency of operation, the 
company’s accounting methods and the car routing and 
service furnished in Richmond. 

The valuation is being reviewed carefully to see if it 
is applicable to the present situation. This involves a 
check of the inventory and prices adopted, as well as an 
analysis of the theory on which the valuation was pre- 
pared. An audit of the books and records of the com- 
pany is being made to determine their accuracy and 
also to find if the allocation of items between the rail- 
way and light and power departments, as well as be- 
tween the geographical divisions, has been - made 
properly. ; 

Since it is probable that the routing, which was laid 
out a generation ago and has not been changed 
materially since, is not now adequate, a special study is 
being made to see if improvements can be introduced 
which will at the same time result: in more efficient and 
economical operation. The service is being checked, 
since there appear to be inequalities that should be 
adjusted: . The operating methods of the company are 
also being investigated. It appears probable that with 
a rerouting and the installation of modern methods the 
revenues of the railway can be increased and the op- 
erating expenses reduced. This should make it pos- 
sible to earn a reasonable rate on a fair valuation, which 
is the result desired by both the city and the company. 


A.B.C. of Commission Work 


LEAFLET on the methods of the Department of 

Public Works in Washington State, written in sim- 
ple language, has been prepared by E. V. Kuykendall, 
director. It is entitled “Explanation of the Operation 
of the Washington Department of Public Works, For- 
merly the Public Serrvice Commission of Washington.” 
It explains why the department was created, how rates 
are fixed, why inventory and valuation are made, how 
and why hearings are conducted, and other matters 
which might suggest themselves to one interested in 
knowing the practice of the commission. Under the 
heading “Our Responsibility” the pamphlet concludes 
as follows: 


The latent resources of our state are immeasurable. Our 
undeveloped water power vastly exceeds that of any other 
state in the Union. Our irrigable acreage will in future 
years support teeming populations. Capital is slow to put 
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investment in enterprises of low earning possibilities. 
Public utilities are the instrumentalities through which 
power must be developed and distributed for the reclama- 
tion of arid wastes and the operation of factories and 
industries soon to come. By a rash exercise of power we 
could drive utility investors from our state. We have 
sought in the performance of our duties to take a compre- 
hensive view of our field of operation with forward vision. 
We who are charged with the responsibility of regulation 
must pursue the path of justice to the public and the 
utilities alike. Any other policy would not only violate our 
fundamental law but would also work unto!d injury to the 
progress and welfare of our state. 


Track Grinder Warning 


San Francisco Company Also Instructs all Employees in 
Accident Prevention—Other Safety Activities 
Carried On by the Company z 


HE Market Street Railway of San Francisco in its 
accident prevention work has adopted a plan of 
giving illustrated lectures to all newly employed train- 
men who have been thirty days in the service. This 
policy has been established on the theory that the 


TRACK GRINDERS IN SAN FRANCISCO AT NIGHT CARRY AN 
ILLUMINATED DANGER SIGN WITH RED LETTERS 


recently employed trainman is better able to under- 
stand, after thirty days in the service, the importance 
of conforming to the rules and regulations of the com- 
pany, and these additional instructions impress him in 
the event that he thinks that he has mastered the duties 
of his position. Older employees who have shown a 
tendency to be neglectful or careless in their work 
are sent to these lectures, given by the claim agent. 

Previous to attending the safety lectures, student 
trainmen are furnished with a booklet in which are 
graphically shown various types of accidents. 

Safety bulletins and cartoons are posted on the bul- 
letin boards in all carhouses; articles on “safety always” 
are published in the employees’ monthly magazine, and 
every effort is made to keep the men enthused in their 
accident prevention work by displaying on the bulletin 
boards the monthly records of each carhouse compared 
with other carhouses on a car-hour, car-mile and pas- 
sengers carried basis. 

While the company does not maintain a safety com- 
mittee among its employees, each employee is taught 
to consider himself a safety committeee member of one, 
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and he is urged to present suggestions which if placed 
in effect might reduce accidents. At all times employees 
of the company are confronted by the company slogan, 
which is “Care; Comfort; Courtesy.” 


wet 


Pom 


Accidents are investigated by the claims department — 


regardless of whether claims are filed, so that all ava.. 
able information will be in the hands of the operating 
department when it endeavors to determine the ques- 
tion of responsibility. 

The co-operation of the public is sought in accident 
prevention by utilizing the windows of the cars and 
backs of transfers for printed matter. Illustrated 
lectures under the auspices of the company are given 


to school children, for it is realized that they are the — 


safety missionaries in thexhome, and the claim agent 
instructs boy scouts on how to assist in safety work. 
Almost twenty-five thousand illustrated booklets, 


titled “For Humanity’s Sake; An Appeal to Automo- — 


bilists for Safety,” have been distributed to automobile 
owners throughout the city, and accident prevention 
placards published by the company and circulated under 
the name of the San Francisco Safety League have been 
placed in garages and stables. 

The accompanying engraving shows an illuminated 
danger sign recently devised which is now being placed 
at night on track grinders, welding machines and con- 
crete cutters when they are standing on the street. The 
sign is lighted by ten red incandescent lamps and the 
lettering is 6 in. high, making the word “Danger” 
visible for a considerable distance. 


Maintenance Figures. in Memphis 


N THE series of sixteen charts giving ten-year rec- 

ords of Memphis maintenance statistics, published on 
page 262 of the issue of this paper for Aug. 19, there 
is an error in the position of the decimal point in the 
chart showing total maintenance cost on a car-mile 
basis. This chart, in lower right-hand corner of the 
former group, has been corrected and is reproduced. 

There was also an error in the figures on renewal 
and reserve expenditures in the large table on page 264 
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of the same issue. The figures given in the article were 
for all departments. The corrected figures on the me- 
chanical expenditures, together with the renewal and 
replacement reserve and total balance reserve, which 
were given correctly in the table, are published below: 


Month of December Year to Date 


1921 1920 1921 1920 

R. & R. expenditures 

(mechanical depart- 

ment only)........... None None $22,806.86 $10,938.51 
R. & R. reserve 

(elldepartments)....... $7,841.66 $3,263.00 45,634.35 51,950.50 
R. & R. total balance re- 

serve (all departments) =... 9 oe eee ees 234,049 54 


179,929.06 


_ oil of slightly over 3 cents a mile. 


Equipment and Its Maintenance 


Short Descriptions and Details of New Apparatus of Interest 
to the Industry. Mechanical and Electrical 
Practices of All Departments 
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Solving a Difficult Situation in Pole Setting 


ONSIDERABLE 

difficulty was experienced 
in’ spanning Edinburgh’s 
north bridge with overhead 
wires for electric operation. 
A specially cast base for an- 
choring the poles stretches 
across a brick arch of the 
bridge carrying the entire 
weight on two steel girders at 
the end of the casting. The 
accompanying illustra- 
tion shows one of these bases 
in position on top of the 
arch ready for concreting in. 
A very substantial con- 
struction is thus provided. 


Gasoline Rail Car Operating Cost 


HE Alabama, Tennessee & Northern Railroad, 

Mobile, Ala., is operating one gasoline rail car be- 
tween New York and Silas. The one-way distance is 
58.5 miles and the dar makes one round trip each day, 
or a total daily mileage of 107. A scheduled speed 
of 25 m.p.h. is satisfactorily maintained, according 
to a statement by J. T. Cochrane, president, who also 
remarks that the car is pleasant to ride in and quite 
popular with the patrons of the railroad as there is 
very little vibration or noise. It will start easily on 
any grade on the line and it gets away as quickly as 
an automobile without undue noise, jerking or other dis- 
comfort. 

By accurate records kept during the thirty-one days 
of May the car was operated 3,317 miles, an average 
of 107 miles per day. The gasoline consumption was 
390 gal., costing $95.18, and the oil consumption 13 
gal., costing $4.94. This is a cost for gasoline and 
Mr. Cochrane fig- 
ures “that the maximum cost of handling this car, 
including wages, cleaning, etc., will not exceed 15 
cents per mile.” 

The car used was manufactured by the Indiana 


our rows of $" holes, 90 deg. ‘apart 


o¢ 9% : 1B ft Pipe, 2 


3 Drilled and tapped _A 
S Eira! castin wa ae 
Suh raservoik 1g for 2 drain cock 


The line cut shows the details of construction of the air cooler. 
_ Ena castings and an internal baffle are the only special parts 
necessary. 


5” Std. pipe, 3'long 
* ate AIR COOLER MADE FROM STANDARD 5-IN. PIPE 


Truck Corporation, Marion, Ind. The body is ar- 
ranged for pay-as-you-enter one-man operation and 
seats twenty-nine passengers. A toilet has been pro- 
vided just back of the driver’s seat: The chassis is 
mounted on a double truck at the front with single- 
drive wheels at the rear. The transmission includes 
four speeds forward and four speeds reverse. Brakes 
are provided on all wheels, the rear brakes being of 
the band type, while those on the front wheels brake 
directly on the wheels. 


Air Cooler Made from Standard 
5-in. Pipe 

HE cars of the Cleveland Railway are being 

equipped with air coolers made from a 36-in. section 
of standard 5-in. pipe. Its purpose, of course, is to be 
inserted in the air line between the compressor and the 
main reservoir to cool the air sufficiently in passage so 
that all excess moisture will be dropped. The warm 
air, on being received from the compressor, enters the 
cooler and is deflected by a baffle so that it follows 
along in the space between the wall of the 5-in. pipe 
and another internal 14-in. pipe concentric with it. In 
this way the air is kept in contact with the larger pipe 
where the cooling effect is obtained. The air leaves 
through twelve i-in. holes placed in the opposite end of 
the inner pipe. Accumulated moisture is drawn out 
of the outer pipe through a drain cock in the bottom of 
the cooler. 

The only special castings required are the internal 
baffle and the cap on the reservoir end of the cooler. 
Both of these parts are threaded to 
receive the inner 14-in. pipe. The 
simplicity and ruggedness of this 
device can be seen in the accompany- 
ing photograph, while the line draw- 
ing gives the details of construction 
and shows the path of the air as it 
passes first through outer portion 
and then leaves by the center pipe. 

Terrence Scullin, master mechanic 
of the Cleveland Railway, is making 
the installation. 
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made from 5-in. 
which is being installed on the cars of the 


The halftone illustration shows the air cooler, 
wrought-iron pipe, 
Cleveland Railway. 
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Truck for Oxyacetylene Tanks 


N CONNECTION with its track reconstruction this 

year the Brooklyn Rapid Transit Company has made 
considerable use of oxyacetylene torches for cutting 
the ends of the rails or burning the nuts off the bolts 
in the plates. 

The accompanying illustration shows the manner of 
mounting the gas tanks on a small home-made truck so 


Gas TANKS MOUNTED ON TRUCK 


that they can be easily moved around on the job by the 
same man who does the burning with the torch. It 
will be seen that the truck is equipped with a “‘T”’-shaped 
handle so that the man can pull it after him when he 
goes from one rail joint to the next. When it is desired 
to move the equipment from one job to another it is 
carried either on a heavy motor truck or in a car. 


Pressing Wheels Off Without 
Disturbing Gears 


HE attachment of two cast-iron blocks to the 
traveling head of the wheel press in the shops of 
the Northern Ohio Traction & Light Company has 
made possible the removing of wheels from the gear 


end of an axle without disturbing the gear. These 
blocks act as seats for the two cylindrical spacing 
blocks that bear against the wheel rim. By mounting 
the spacing blocks on arms and hinging them to a post 
bolted to the back of the traveling head, they can be 
easily swung and held into position. They are also 
adjustable for different wheel diameters. Demounting 
the wheel adjacent to the gear on a wheel press 
equipped with these home-made devices makes the proc- 
ess little different from pressing off the one on the 
opposite end of the axle. 


New Type Trailers for Toronto 


S ANNOUNCED in the Rolling Stock columns of 

this paper in the issue for Aug. 19, 1922, the 
Toronto Transportation Commission has placed an order 
with the Canadian Car & Foundry Company., Ltd., for 
100 trailers and fifty motor cars of the Peter Witt 
type. Some additional details regarding the construc- 
tion of these cars are now available. 

An accompanying illustration shows the design of 
trail car adopted. This is approximately 49 ft. over 
bumpers and differs from the trailers already in serv- 
ice in Toronto in the arrangement of the door open- 
ings. The new trailers have three doors near the 
center, one pair forming a double opening to the right, — 
with the single door opening at the left. The door at 
the left is always used as an exit door and the door at 
the extreme right always as an entrance door, but 
the center door may be used either as an exit or 
entrance as traffic conditions warrant. 

Inside the car at the center door is a movable bar- 
rier. When the conductor wishes to have the door 
used as an exit, the barrier is swung at right angles 
to the center of the car. The passengers in the forward 
part of the trailer can then file past the conductor, pay 
their fares and secure transfers as they leave without 
interfering with the unloading of passengers in the 
rear of the car who have previously passed the con- 
ductor on their way to the seats at the rear. When 
the barrier is swung along the center line of the 
trailer, the door can be used as an entrance to load the 
front of the car. 


Av Lert, TRAVELING HEAD OF PRESS FITTED FOR DEMOUNTING WHEEL WITHOUT PRESSING OFF GEAR. 
SPACING BLocKs CAN BE EASILY BrovcHut INTo UsE 
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This arrangement of openings was devised by G. W. 


Harvey, assistant general manager, to assist in quick 


loading and unloading at heavy traffic centers. When 
the car is operating in a district where the majority of 
passengers are boarding, the center door will be used as 
an entrance, and when the trailer enters an area in which 
the majority of passengers will alight, the conditions 
are reversed. The conductor’s station is at the center 
of the car between the center and left-hand door. 

The fifty motor cars, which are also being built by 
the Canadian Car & Foundry Company, Ltd., are of the 
Peter Witt type, but have some special features. They 
are smaller than the cars now in operation in Toronto, 
being but 47 ft. long as compared with 52 ft. for the 
present cars. The motor equipment will be of less 
capacity and they will not be used for hauling trailers 
as are the present cars. Provision is made so that the 
cars can be operated either as one- or two-man cars. 
The front vestibule is divided by curved barriers, so 
that the cars can be converted into one-man pay-as-you- 
enter, or one-man pay-as-you-leave as desired. Normally, 
they are intended to have the conductor placed in the 
center of the car. 


Graphical Record of Tower Wagon Trips 


HE accompanying illustration shows a record of the 
number of calls, the time taken to reach the point 
of trouble and the time consumed for making repairs 
taken on an emergency tower wagon used by the city of 


THE SERVICE RECORDER CO. 
CLEVELAND 


CHART WOME 


GRAPHICAL RECORD OF OPERATION OF EMERGENCY TOWER WAGON 


Detroit, Department of Street Railways. The record 
is made on a meter manufactured by the Service Re- 
corder Company, Cleveland, Ohio. 

The mechanism consists of a clock driving a record 
on which a small marker makes an impression when 


the tower wagon is in operation. No ink is used, or 
rather the ink is “built in” to the record form. The 
meter pendulum which records the operation is ex- 
tremely sensitive and the record is made by the rocking 
of the tower wagon while it is in operation. The meter 
can be mounted in any convenient location and can be 
padlocked so that the record cannot be tampered with. 
After each day’s run records are removed for inspection 
and tabulation of data. The idea of using this method 
to form a graphical record of the operation of emer- 
gency tower wagons was originated by E. M. Gould, 
electrical engineer for the city of Detroit, Department 
of Street Railways. 


Salt Mine Waste Used for Track Ballast 


OME TIME ago the Cary Salt Company of Hutchin- 
son, Kan., donated a large quantity of waste product 
to the Hutchinson Interurban Railway to use as it 
saw fit. To make use of this material, the railway 


RAILWAY Motor USED TO OPERATE STONE CRUSHER 


equipped an old stone crusher with a Westinghouse 
323-A railway motor, together with the controller and 
necessary grid resistors. Through the use of this 
crusher the waste product was transformed into 2,000 
cu.yd. of ballast at approximately 90 cents per cubic 
yard. The ballast was used to pave the company’s 
right-of-way. The original crusher had a normal capac- 
ity of 2 cu.yd. per hour at 450 revolutions. Through 
the use of the railway motor, the speed was increased 
to 1,000 revolutions and the capacity of the crusher to 
5 cu.yd, 

The current for operating the crusher was obtained 
from the trolley wire and the circuit was completed 
through a wire attached to an old brakeshoe which gave 
contact with the rails. The crusher was moved from 
one place to another by means of a cable which was 
hooked to one of the regular service cars of the com- 


pany. 
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British Adopt Curved Head Rails 


HE British Engineering Standards Association 
(formerly the Engineering Standards Committee) 
has recently issued its report No. 2, 1922, covering 
British standard specifications and sections for tram- 
way rails and fishplates, revised March, 1922. Perhaps 
the most interesting feature of this report is in the 
adoption of the curved head (convex tread contour) 
for these rails. It will be seen from the illustrations 
that the head is formed by the curve of 9-in. radius 
which is connected to the gage side of the head by a 
fillet of vs-in. radius. This head curve radius is sharper 
than that used on either the American or Australian 
sections. The tapered web, similar to that of the 
American sections, is used in two of the new-sections, 
but a straight web, 2 in. thick, is adopted for the heavy 
7-in. section, and it will be noted that the 112.9-lb. sec- 
tion has a base 7 in. wide while the 103.7-lb. section has 
a base 6? in. wide. All told, there are now only four 
standard sections of varying weights with their accom- 
panying guard rails, making a total of eight standard 
rails for tramways. 
The angle of the gage side of the head is set at 7 
deg. instead of the 5 deg. found in the American stand- 
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STANDARD DRILLING FOR BRITISH STANDARD GIRDER RAILS 


ard sections. The width of the head is the same for 
all sections, viz., 2% in., which is practically a continua- 
tion of the British practice in adhering to comparatively 
narrow rail heads and wheel treads, in contrast to 
American practice, which tends towards wide rail heads 
and wheel treads. 


QUALITY AND CHEMICAL COMPOSITION OF THE STEEL 


Bessemer Process 
Ack : 


Open-Hearth Process 
cil asic Acid Basi 


¢ asic 
Per Cent 


Per Cent Per Cent Per Cent 
Carbone tc roman ~ 0,50to 0.60 0.45t0 0.55 0.60t0 0.70 0.60to 0.70 
Manganese, maxi- 
fii bir meee mest = .0 1.0 1.0 1.0 

Silicon, maximum... 0.10 0.30 0.10 0.30 
Phosphorus, maxi- 

mum..... Or 0.075 0.08 0.06 9.06 
Sulphur, maximum. . 0.07 0.07 0. 06 0.06 


It will also be noted from the accompanying table, 
showing the chemical compositions specified, that the 
British specifications do not provide for as high carbon 
as do the American specifications, but for the basic 
open-hearth process, silicon is increased to 0.30 while 
American specifications call for a maximum of 0.20 and 
for both the bessemer and open-hearth processes. Man- 
ganese is permitted to a maximum of 1 per cent. 

The British specifications provide a tensile test on a 
standard test piece to be cut from the rail head. The 
test must show a tensile breaking strength of not less 
than 45 tons per square inch with an elongation of not 
less than 10 per cent. This test is in addition to the 
usual falling weight (drop) test. Such a tensile test 
is not usually a part of any American rail specifications. 
There is no mention of the impression test which is 
being substituted for the drop test in our girder rail 
specifications by the A.S.T.M. and A.E.R.E.A. 

The standard rail drilling adopted is shown in the 
accompanying illustration. It will be noted that this 


allows an opening of 4 in. while it is customary in 
American practice to make no allowance for drilling for 
rails to be used in streets. The drilling indicated is 2 
in., 4 in., 4 in., while American practice is generally 
standardized on 23 in., 4 in., 4 in. 

Rails which are intended for use with welded joints 
are to be undercut not more than Ye in. 

The new British standard fishplates (splice bars) 
present some interesting features, which are in con- 
trast to American practice. The fishing angles in par- 
ticular are of note, the angles of the top of the plate 
being 12 deg. and that of the bottom being 7 deg., 


Lerr, BRITISH STANDARD RAIL SECTION No. 7, 103.7 LB. PER YARD. 
RicHT, B. 8. SEcTION No, 8, 112.9 LB. PER YARD 


while the angle for American standard splice bars for 
girder rails is held at 9 deg. for both top and bottom. 

Another feature is the use of 14 in. square holes in 
the outside or wide bars in contrast to the American 
practice of using oval or elliptical holes in one set of 
bars.. Both designs are, of course, for the purpose of 
preventing the turning of the bolt during the tight- 
ening process. There are practically no square holes 
used in this country in splice bars on electric rail- 
ways and probably the only ones used on steam railroads 
are found in the standards of the New York Central 
Railroad and its allied lines. 


Making a Sleet Cutter Out of a Worn-Out 
Trolley Wheel 


HE accompanying 

illustration shows a 
6-in. trolley wheel which 
has layers of copper 
added to the groove so 
as to form a rough sur- 
face and to serve as a 
sleet cutter. Wheels ar- 
ranged in this manner 
are used by the New 
York State Railways and 
have been found very 
satisfactory. During a 
sleet storm the regular 
type of sleet cutter used 
by the railway was ex- 
hausted, and these wheels 
were made up for emer- 
gency. They have worked 
so satisfactorily, however, that the railway is continuing 
a supply of them for future use. One advantage from the 
use of these wheels is that when they are placed in the 


TROLLEY WHEEL ARRANGED FOR 
SLEET CUTTING 


é 
‘ 
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- cars during a sleet storm they do not need to be removed 


as soon as the sleet has disappeared, as they soon. wear 


- smooth and can be continued in service, while with sleet 
~ cutters it is necessary to have a gang of men remove 


them as soon as the sleet has been cleared. 


What’s New from the 


Manufacturers 


Self-Fitting Keys 


7 EYS are used to make the driving connection be- 
tween shafts, axles, gears, sprockets, pulleys, etc. 


_ It is usual to mill or slot the keyway in the shaft and 


to slot the keyway in the external member. 


But both 
of these keyway sizes will vary slightly and to obtain 
the desired tightness between the key and keyways it 
is necessary carefully to fit the parts together. This 


has usually been done by hand, either by filing the key 


to fit the keyways or by filing or scraping the keyways 


to fit the key. 


It usually takes a good mechanic three or four hours 
to fit an ordinary 13-in. x 14-in. key. A key slightly 
smaller, say 1 in. x 1 in., may require only two hours and 
in exceptional cases may be fitted well enough in an 
hour. But the mechanic needs to be experienced and 
the key and keyways need to be almost the right size to 
start with in order to obtain these results. Such hand 


METHOD OF APPLYING 
_SELF-FITTING 
KEY 


fitting generally is quite expensive work and the results 
are not always satisfactory. 

To meet this condition, Smith & Serrell, Newark, 
N. J., have placed a new “Keytite” self-fitting key on 
the market. A tough chisel stock is used and this is 
ground to a size very slightly larger than the nominal 
keyway width. A cutting edge and chip recess are pro- 
vided near the front end of the key. Ahead of these is 
a pilot slightly smaller in dimensions than the nominal 
keyway width. 

To install one of these keys the pilot is entered first 
with the cutting edge at the side. Then the key is 
driven home with an ordinary machinist’s hammer or 
with a sledge, depending upon the size of the key. The 
cutting edge sizes the keyways to make a tight fit be- 
tween the body of the key and the keyways. 

In the larger sizes cutting edges are sometimes pro- 
vided on both sides. When it is desired to fit top and 


bottom as well as on the sides, a cutting edge is also. 


provided at the top. Gib keys and other modifications 
can be furnished as required, all with this self-fitting 


advantage. 
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Protective Coating by Metal Spraying 


A Method of Applying Zinc or Lead Coating to Bridges, 
Railway Structures or Cars Has Been Perfected as a 
Means of Protecting Equipment Exposed to 
the Action of the Elements 


PROCESS of applying a coating to any metal parts 
as a protection has been perfected by the Metals 
Coating Company of America, Philadelphia, Pa., and is 
known as the Schoop metal spraying process. In this 
process the coating metal adheres to the object simply 
by mechanical union. The metal is discharged in hot 
impalpable patticles 
moving with high ve- 
locity, and these when 
directed upon a pre- 
pared object penetrate 
the pores while the 
spray is still plastic. 
At present. the principal 6 
use of the metal spray- Ny, ae fies i 
fal i 


SY 


a Init s 


ing process is for gal- , 
vanizing. About two a? J hi il 
years ago the Swiss sf / 
government adopted 
this method for pro- 
tecting the transmis- 
sion towers and girders 
on the electrified sec- 
tion of the St. Gotthard 
Railway. In addition to this certain railway bridges 
were galvanized and the underbodies of rolling stock 
were coated with a zinc coating. 

The operating principle of the process is briefly that 
metal wire or dust is first melted by an oxyacetylene 
flame and then the molten metal is blown by a com- 
pressed air jet in the form of spray against the sur- 
face to be coated. Three methods of applying the 
precess have been perfected, each possessing particular 
features in its field of application. These consist of 
the “‘pistol’’ form which uses metal wire of standard 
commercial gages which is fused with gas; the powdered 
metal equipment, using powdered metal, as the name 
implies, and the electro-pistol. The wire spray process 
is the most extensively employed. 

The principle of the spraying pistol is illustrated in 
an accompanying diagram. A fine wire of any metal 
is fed into a reducing flame zone at such a constant 
speed that the position of the end of the wire remains 
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FORM OF SPRAYING PISTOL USED 
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DIAGRAM SHOWING APPLICATION OF REDUCING FLAME TO METAL 
WIRE IN THE PISTOL 


stationary, the melting rate being exactly equal to the 
rate of feed. As the end of the wire melts, each drop is 
struck a violent blow by an air blast. A fog or spray 
of fine metallic particles results and these pass through 
a diverging cone with a core of reducing gas. The 
spray thus forms a metal coating air brush, the diameter 
of which 5 in. from the pistol end is about 2 in. Objects 
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to be sprayed with metal are operated upon by pointing 
the pistol normally at the surface to be coated at about 
5 in. distance and by directing the pistol across the 
surface with a regular motion. A single coating is 
about 0.001 in. thick. 

The pistol operates on an air pressure of 50 lb. and 
commercial oxygen and acetylene gases secured in tanks 
under pressure are used. A standard oxygen gage 
and an acetylene regulating gage are used for adjusting 
the proper proportions of each gas to secure the tem- 
perature required for melting the different metals. The 
pistol connections are attached to these gages with a set 
of valves. 


Portable Measuring Instruments 


HE Westinghouse Electric & Manufacturing Com- 

pany has added a new type of ammeter and volt- 
meter to its line of portable instruments. The 
instruments are designated as type PX-3. The move- 
ments of these instruments are light in weight and are 
mounted on a micarta sub-base which can be removed 
as a unit. The cases are made of molded composition 
which is strong and acid-resisting. A round open-faced 
dial gives good illumination on the scale. All instru- 
ments have external zero adjusters. 


Remote Control of Outlying Switches 
for High-Speed Railways 


at PY MEET the need of electric railways for appa- 
ratus to operate remote switches, the General 
Railway Signal Company, Rochester, N. Y., has devel- 
oped an alternating-current switch machine and means 
for its control. The switch machine is a compact unit, 
made long, narrow and low so as not to interfere with 
the clearances of any electric railway. It is supported 
on two tie timbers and is easily installed. The machine 
may be furnished with a motor to operate on 110 volts, 
25 cycles, or 110 volts, 60 cycles, or a direct-current 
motor can be provided if required where alternating 
current is not available. 

The desk-type circuit controller is a recent develop- 
ment which simplifies the remote control of an outlying 
switch layout. It is a small, complete unit measuring 


=e) 


123 in. high by 64 in. wide by 12 in. deep and comprises 


a controller with ten contacts, an electric lock and 
four indicators. In other words, the unit contains all 
of the apparatus necessary in the control station to 
control remotely a single switch and the signals which 
govern over it. When it is desired to control a layout 
consisting of more than one switch two or more circuit 


SwitcH MACHINE 


controller units may be used, and if it is necessary to 
interlock these units a sub-base 4 in. high is furnished ~ 
with each unit. The bases are bolted together and serve 
as a locking bed. 

The unit construction of the circuit controller makes 
it adaptable to almost any conceivable switch layout 
that could be remotely controlled. It may be furnished 
fully equipped or parts may be omitted when not re- — 
quired. The signals used to control train movements 
over a remotely operated switch layout may be of the 
semaphore or color light type—as desired. Practically 
no expense is 
added to the oper- 
ation and mainte- 
nance of remotely 
controlled switch 
layouts if they are 
installed on track 
already equipped 
with automatic 
block signals and 
if they can be op- 
erated by astation 
attendant who has 
other duties. 


Four-UNIT INTERLOCKED CIRCUIT 
CONTROLLER 


maf 


Desk CONTROL ParRTS 
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The Financial Side of Accident Prevention* 


Expenditures on Account of Accidents and Insurance Against Accidents Are the 
Only Non-Productive Items of Electric Railway Operating Costs—Their 
Increase in per Cent of Gross Earnings Is Alarming 


By GARRETT T. SEELY 
Vice-President and General Manager Pennsylvania-Ohio 
Electric Company, Youngstown, Ohio 


URTHERANCE of the cause of 
BR accident prevention primarily is to 
be considered from the humanitarian 
viewpoint. Efforts to reduce to a mini- 
mum accidents in industry, on the high- 
ways and in the homes are efforts 
directed toward the prevention of the 
deaths or suffering of individuals. That 
is the basis on which the movement for 
accident prevention started; that is the 
basis upon which we must continue to 
build. 
The humane aspect of the work is the 
‘prime essential. Death and suffering in 
_ themselves cannot be measured in mone- 
tary units, but there is a corollary to 
deaths and injuries and accidents as a 
whole that must be measured in dol- 
lars and cents. This is the economic 
loss caused by the interruption to the 
usual occupations of those injured, the 
loss to industry through the deaths of 
workers, the utter waste of property 
needlessly destroyed. 
_ This economic loss cannot be mea- 
sured with exactness, but it mounts into 
staggering sums of hundreds of mil- 
lions of dollars each year. Payments 
for loss and damage to property and 
injuries to persons by the steam rail- 
roads of the United States in the year 
1920 alone amounted to $199,591,261; 
the total annual accident cost in all 
lines of industry and business has been 
estimated at $1,500,000,000. It is an 
economic loss to the entire people, and 
part or all of it must be paid for 
through the companies experiencing the 
accidents that cause the loss. 


Cost or ACCIDENTS TO PUBLIC 
UTILITIES 


A somewhat detailed consideration of 
these dollars-and-cents losses, of this 
financial side of the accident-prevention 
work, then, is fitting. For the purpose 
of this discussion the cost of accidents 
to public utilities alone will be con- 
sidered, adequate figures to include the 
whole field of industry not being 
available. : 

Every cent spent by public utilities 
for operating expenses, taxes and inter- 
est is devoted to something productive, 
with the exception only of those sums 
expended for accidents and insurance. 
The money spent for maintenance re- 
stores the physical property to normal 
condition, providing new tracks, equip- 
ment, poles, ties, wires, insulators and 
the like; the money expended to produce 
gas or power yields something that is 
salable; the sums disbursed in wages 
produce that which is salable, or do 
some constructive work; the taxes paid, 
inequitable and burdensome though the 
portion placed upon utilities may be, 


*Abstract of paper presented at eleventh 
annual convention of National Safety 
Council, Detroit, Aug. 28-Sept. 1, 1922. 
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secure fire, police and governmental 
protection. Interest and dividends paid 
make it possible to obtain new capital 
for improvements and extensions; but 
the money expended because of acci- 
dents cannot in any way be considered 
as productive. It is a severe drain on 
the earnings of the industry—it is irre- 
trievable waste. 

Little published information is avail- 
able as to the actual cost of accidents of 
all classes, including legal and claim 
department expense chargeable thereto. 
The United States Census Bureau’s re- 
port on electric railways gives the cost 
of accidents for 1917, but no figures for 
earlier or later years were obtainable. 
An excellent and complete report on 
the cost of accidents on the steam rail- 
roads from 1897 to 1920, inclusive, is 
contained in a publication entitled 
“Railway Statistics of the United 
States of America for the Year Ended 
1920,” prepared by Slason Thompson, 
Bureau of Railway News and Statis- 
tics, Chicago. The information bearing 
on our subject which has been obtained 


from these two sources will be given in. 


detail later. 
GOVERNMENT REPORTS NoT COMPLETE 


There are no government reports or 
compilations prepared by national asso- 
ciations available to show the accident 
costs of water companies, telephone and 
telegraph companies, gas companies, 
electric light and power companies, in- 
terurban railway companies or city 
street railway companies. 

Therefore, to secure sufficiently com- 
prehensive data on the accident costs 
of the various utilities, several hundred 
letters were sent to representative com- 
panies in all parts of the United States. 
These letters asked for the total cost of 
accidents and damages, including ex- 
penses of claim and legal departments, 
and the gross earnings of each of the 
companies for the last five years. The 
generous response to these hundreds of 
questionnaires made possible a study of 
the subject that may be accepted as 
truly representative of the utilities of 
the country as a whole. 

In the study made of the statistics 
obtained, the averages for the last five 
years were taken rather than the fig- 
ures for one year, as it was felt that 
such averages would refiect more ac- 
curately the conditions that actually 
obtain. A careful effort also was made 
to segregate the earnings and accident 
costs of companies operating more than 
one class of utility, so that the grouped 
figures for each classification would be 
representative. 

The gross earnings of all utility com- 
panies increased at an abnormal rate 
during this five-year period, due largely 
to rate increases. The cost of settling 


accident claims also increased greatly, 
because of the lessened value of the 
dollar. 

The amount of money and the per- 
centage of gross earnings expended be- 
cause of accidents vary widely with the 
different classes of utilities. They vary 
almost in direct proportion with the de- 
gree of contact on the part of the public 
with the commodity sold or the equip- 
ment used in rendering service while 
such commodity or equipment is under 
direct control of the utility. They also 
vary in proportion to the extent that 
the business of the utility is conducted 
on or across public streets or high- 
ways. 

As is to be expected, the water com- 
panies and the telephone and telegraph 
companies have the smallest number of 
accidents, both to the public and their 
employees, and the lowest costs in pro- 
portion to earnings of all utilities. 
There is nothing hazardous in itself 
about the commodity they have for sale 
or the means of rendering service. 
Their mains and pipes and wires and 
equipment in general are well removed 
from normal contact with the public. 

To a somewhat lesser degree this 
also is true of the gas companies. 
Their commodity does present some 
hazards of fire, explosion and asphyxia- 
tion, but their pipes or conductors, or 
the vehicles transporting the com- 
modity, are entirely underground or 
built in walls and floors of buildings or 
firmly attached to permanent struc- 
tures. 

The point of delivery of their com- 
modity usually is at the entrance 
of a building, where practically all re- 
sponsibility of the utility ends. The 
utilization of the commodity is in the 
hands of the consumer, and service is 
affected only to a minor degree by 
weather conditions and not at all by 
traffic on the streets or by any such 
public interference. 

Electric light and power companies 
are next in low costs of accidents. 
They render no service openly on the 
public streets and the commodity fur- 
nished is carried either in underground 
conduits or in insulated wires high 
enough above the streets to be away 
from the public. Poles, wires and in- 
sulators may fall and storms may 
create undue stresses, but the public, 
under normal] conditions, does not come 
into direct contact with the vehicle 
carrying the commodity. 


MEASURE OF RESPONSIBILITY 
IMPORTANT FACTOR 


Transportation companies are en- 
gaged in a business that is most 
hazardous to the public and to em- 
ployees. Generally speaking, the busi- 
ness is the carriage of human beings or 
material articles and the company is 
responsible for their security from the 
time the persons present themselves or 
the articles are turned over to it until 
delivery at their destinations. 

Steam railoads are almost entirely on 
private right-of-way and grade cross- 
ings in congested city and rural dis- 
tricts are rapidly being eliminated. Col- 
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lisions and derailments are the most 
general sources cf accidents. Elevated 
or subway electric lines carry pas- 
sengers only, but operate their cars 
either above the street level on isolated 


1917 a 


structures or below the street level and 
their type of construction is such as are 
likely to reduce accidents to the 
minimum. 

Surface electric lines have the most 
intimate contact with the general public 
and, accordingly, they have the greatest 
accident cost. Their business is chiefly 
the carriage of human beings and these 
are carried in light cars in the midst 
of dense traffic, the cars threading their 
way among pedestrians and rapidly pro- 
pelled vehicles, which are under the 
control, many times, of irresponsible 
individuals. 

With these varying conditions in 
mind, let us turn to the consideration of 
some of the actual costs that the 
various utilities have had to meet and 
see in dollars and cents how important 
is the “Financial Side of Accident Pre- 
vention.” 


STEADILY RISING PERCENTAGE OF 
Gross RECEIPTS 


As has been stated, a complete com- 
pilation of the cost of accidents on 
steam railroads was obtained from the 
1920 issue of “Railway Statistics of the 


Water 
Telepbone and 
Telezraph 
Gas 

Electric Light 
and Power 


Elevated and Subwa: 
Lines 


Interurban Railways 


City and Interurban] {| | 
Railways 


City Street Railways [eaeias serrces) 


Per Cent 


ACCIDENT Costs oF PUBLIC UTILITIES 
EXPRESSED IN PERCENTAGE OF 
Gross HARNINGS 


United States of America.” Table I 
shows payments on account of loss and 
damage and injuries to persons, the 
gross earnings and the proportion of 
each of the above items to gross earn- 
ings for each fifth year from 1900 to 
1915 and for each year from 1916 to 
1920, inclusive. The loss and damage 
items include payments on account of 
loss and damage to fre:ght, baggage, 
property and livestock. The injuries 
to persons include costs of accidents to 
employees, passengers and the general 
public. 

It will be noted that in 1900 the cost 
of loss and damage to property was 


TABLE IJ—BLECTRIC RAILWAYS OF UNITED STATES—ACCIDENT COST, 
Gross Accident 
District Earnings Cost Per Cent 
New England t-2i00 o: 0) o les SR aa ee et et oe eee $68,399,091 $2,883,646 4.2 
Middle. Atlamtiendg piliaciice iss .yodw ls a tree eta eater oie Re 230,354,775 8,529,035 Bi 
Hast: North: @entuatve, vent. cu cake en Geert aera ae lee ee ee 162,091,962 5,465,417 3.3 1% 
West: North 'Gentratics ! a ac.cetors ate encase aerate) pane ieee 52,455,024 2,140,595 4.1 : 
South: A tlawtie tare. 5. < wlncn ede) oedee tote aec econ ie aR ney eee em 42,426,736 1,455,076 3.4 
Bast/South/ Centrale ies ccc its ee Ae, OR a Sn ee oe 15,882,474 955,783 6.0 
‘West SouthiGenttaler.. cn. a0 kane. ane eich oie ee a eens 20,166,036 887,217 4.4 
Mountains eet coc atcha (eae hanseabedc ie eee mip eee hues orate eee 10,294,660 233,285 2.3 
Pacific 5. etcetera: «nh edge os veto hte hee arate cua Mert ameter ag 48,079,048 1,193,377 2.5 
"Dota. gre ReeeM an + 6 Sicke a sotehe ss ens Sue ene tne) usps AS $650, 149,806 $23,743,431 3.63. 


less than the cost of injuries and 
damages to persons. : 
In 1915, the gross earnings had in- 
creased practically 100 per cent, while 
the loss and damage had increased more 
than 400 per cent, and injuries to per- 
sons had increased more than 200 per 
cent. The combined cost increased 
$65,037,690, or more than 300 per cent, 
while the percentage of gross earnings 
thus paid out increased from 1.04 per 
cent in 1900 to 2.20 per cent in 1915. 
In 1916, 1917 and 1918 there was very 
little change in the percentage of gross 
earnings required to meet these costs, 
despite the fact that the gross earnings 
increased greatly. . 
_ In 1920, while the gross earnings in- 
creased to more than $6,300,000,000, 
the less and damage costs had risen to 
2.26 per cent of the gross earnings, and 
the cost of injuries to persons had in- 
creased to 0.91 per cent, making the 
combined cost $199,591,261, or 3.17 per 
cent of the gross earnings. Thus, while 
in twenty years the earnings had in- 
ereased from $1,487,000,000 to $6,300,- 


States Census Report for 1917, is il- 
luminating. 

A considerable difference in per- 
centage is shown for the various geo- . 
graphieal groups, but the two groups 


-showing the highest and the lowest cost 


contain comparatively few companies 
and the variations shown are no greater 
than between individual companies in- 
approximately the same geographic lo- 
cations. 


INFORMATION GLEANED FROM 
QUESTIONNAIRES 


From the questionnaires sent out ad- 
ditional data were obtained, which, with 
the complete statistics of the steam rail- 
roads, permit us to group the various — 
classes of utilities in regard to the rela- 
tive cost of accidents. The large num- 
ber of responses to the request for thé 
gross earnings and accident costs was 
most gratifying. It is believed that a 
sufficient number of companies in each 
group replied to make the results shown 
in Table III fairly representative. 

The earnings and accident costs were 


TABLE HI—ACCIDENT COST OF PUBLIC UTILITIES EXPRESSED IN 
PERCENTAGE OF GROSS EARNINGS 


Elevated and subway lines....... 
Interurban railways......... 
Steam railways............ ; 
City and interurban railways... 


Average of Last Five Years 


iTOss Accident Per Cent 
Earnings Cost of Gross 
oe $6,961,896 $15,713 0.225 
sae 387,800,942 1,179,312 0.304 
Beer tits 94.616,598 441,365 0.466 
, wt hr es 159,672,546 847,977 0.531 
89,553,846 1,337,164 1.49 
20,329,306 ,773 2.09 
4,940,000,000 119,120,000 2.41 
41,122,343 1,551,424 cae § 
337,272,147 14,274,290 4.23 


000,000, or 324 per cent, the cost of loss, 
damage and injuries had increased 
from a total of $15,461,502 to $199,591,- 
261, or an increase of 1,191 per cent. 


PAYMENTS MADE BY ELECTRIC 
RAILWAYS 


While confined to one year and there- 
fore not nearly so satisfactory as the 
complete data concerning the steam 
railroads, Table II, from the United 


TABLE I—STEAM RAILROADS OF UNITED STATES—PAYMENTS ON ACCOUNT “LOSS AND 
DAMAGE” AND “INJURIES TO PERSONS” AND PROPORTION TO GROSS EARNINGS 


Loss and Damage 


Injuries to Persons Total Cost of Accidents 


Gross Per Cent Per Cent Per Cent 

Year Earnings Amount of Gross Amount of Gross Amount of Gross 
1900.. $1,487,044,000 $7,055,622 0.474 $8,405,980 0.565 $15,461,602 1.04 
1905... 2,082,482,000 19,782,692 0.950 16,034,727 0.770 35,817,419 1.72 
1910... 2,750,667,000 30,984,854 b.027 23,665,488 0.860 54,650,342 1.98 
1915.. 2,956, 103,000 37,947,468 1.284 27,090,222 0.916 65,037,690 2.20 
1916... 3,679,989, 000 31,274,827 0.850 30,156,759 0.819 61,431,586 1.66 
1922... 4,074,672,000 94,079,992 1.082 34,109,331 0.837 78,189,323 Lat 
1918... 4,969,910,000 66,300,736, 1.334 34,229,536 0.689 100,530,267 2.02 
1919... 5,231,750,000 117,671,790 2.250 38,238,803 0.731 155,910,593 2.98 
1920. 6,300, 160,000 142,227,070 2.260 57,364,191 0.910 199,591,261 EM Pf 
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separated strictly in accordance with 
the character of the service, with the 
single exception of the item “City and 
Interurban Railways.” Here the earn- 
ings and accident costs are shown for 
one group of companies operating both 
classes of service in such manner that 
it was impossible to make a separation 
between city service and interurban 
service. 


VARIATION SHOWN BETWEEN INDI- 
VIDUAL COMPANIES 


It will be nected that the percentage 
ef gross earnings required to meet ac- 
cident costs for water, telephone and 
telegraph, gas, and electric light and 
power companies is relatively small, 
while among transportation companies, 
that group whose business is the car- 
riage of human beings in vehicles that 
are operated in public streets (that is, 
the city surface railways) has the high- 
est percentage of accident cost. 
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In each group of utilities, individual 
companies showed a great variation in 
percentage of accident costs, but a com- 
pany having a high percentage is not 


necessarily operating in a careless: or. 


negligent manner. Local conditions 
with regard to the activity of personal- 
injury lawyers, the laws of the state, 
and local precedents have a most im- 
portant bearing on the costs of acci- 
dents but no relation to this number or 
seriousness. 

As an illustration: In two large 
cities, not widely separated, both com- 
panies efficiently managed, the cost of 
accidents in one is 2 per cent of the 
gross earnings and in the other 8 per 
cent of the gross earnings. For a 
typical large company with gross earn- 
ings of $5,000,000 a year, the difference 
between 2 per cent and 8 per ‘cent in 
the cost of accidents is $300,000 a year, 
which is equivalent to carrying charges 
‘at 8 per cent on $3,750,000. 

While it is natural, perhaps, to view 
the importance of the financial side of 
accident prevention from the percentage 
of gross earnings required to meet the 
cost of accidents, no company having a 
ratio less than the average should feel 
‘that it is doing the best it can, or that 
it is impossible for it to make further 
reductions in the number and cost of 
accidents. 

It is found that the relative impor- 
tance of various classes of accidents 
changes from year to year. For in- 
stance, a number of years ago boarding 
and alighting from cars was the most 
serious cause of accidents on street 
railways, while accidents due to col- 
lisions with vehicles were not a severe 
drain. The use of inclosed platforms 
and doors has done much toward the 


elimination of step accidents, while the 
increasing number of automobiles used 
and the greater congestion in city 
streets therefrom have made automo- 
bile accidents: the most expensive class 
for street railways. An analysis of the 
amount of money expended during a 
year or two years, classified as to the 
eauses of the accidents, will be a better 
criterion by which to select the field for 
intensive work in reducing accident ex- 
pense than the number of accidents oc- 
curring in any particular classification. 
In view of the difficulty experienced by 
utility companies in assembling compre- 
hensive accident data, it might be to the 
interest of all concerned if the various 
national associations or governmental 
agencies would assume the task of com- 
piling this information and analyzing it 
so as to point the way for a reduction of 
this tremendous tax on industry and 
business. 


HUMANITARIAN SIDE OF WORK 
CoMEs FIRST 


In view of the experience of every 
class of utility and industry, might it 
not be well to work for greater co-opera- 
tion in combating that insidious and 
extremely costly evil, the activities of 
the “ambulance-chasing” personal-in- 
jury lawyer? 

Always keeping in mind that the 
humanitarian side of accident-preven- 
tion work comes first, nevertheless let 
us not forget that the financial side is 
where we find the measure of economic 
loss, that whatever we may be able to 
do to reduce the number of accidents is 
so much accomplished toward elim- 
inating irretrievable waste, is so much 
won for the economic improvement of 
the entire nation. 


The Human Side of Our Business” 


Decent Treatment of Workmen by Those in a Supervisory Capacity as Much 
a Factor in Accident Prevention as Safety Devices 
on Dangerous Machines 


By Britton I. Bupp 
President Chicago Elevated Railroads and Chicago, 
North Shore & Milwaukee Railroad 


J ‘HERE is a trite saying that “there 
is no sentiment in _ business.” 
Equally shopworn is the phrase that 
“corporations’ are soulless.” The fact 
that so many representatives of large 
corporations and of big business enter- 
prises are here today to discuss methods 
of conserving human life and limb is as 
complete a refutation as could be found 
of the challenge that corporations are 
soulless and that there is no sentiment 
in business. 
I shall approach my subject from a 
different angle than that usually taken 
* safety gatherings of this kind. By 
hat I mean that I shall not dwell on 
the human misery caused by accidents, 
1e number of which, happily, is being 
gradually and surely reduced year by 
year by the excellent educational work 
carried on by the National Safety Coun- 
dil. That particular phase of the 


= 
_ *Abstract of address presented at the 
annual convention of the Naticnal Safety 
cil, Detroit, Aug. 28-Sept. 1, 1922. 
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“human side of our business” is well 
understood by all who are engaged in 
this great work of accident prevention. 
It makes an appeal which no one can 
resist. 

But there is another angle to the 
human side of our business which is 
closely related to accident prevention 
and which I think sometimes is not as 
much emphasized as it ought to be. 

Decent treatment by men in a super- 
visory capacity of those working under 
them is, in my judgment, as much of a 
factor in accident prevention as are the 
safety devices which we place on dan- 
gerous machines and on which we lay 
so much stress. I will go further and 
say it is a more important factor, be- 
cause if workmen are not treated as 
thinking human beings by those having 
authority over them, they are con- 
stantly in such a frame of mind that 
they will cause accidents in spite of all 
the safety devices and precautionary 
methods that can be adopted. 


It is a common saying that the best 
safety device is a careful man. I fully 
agree with that saying, but would add 
that to make a man careful you must 
treat him in a way that makes him con- 
tented in his work, in a way that will 
make him glad to meet his foreman or 
superintendent rather than afraid to 
meet him. That is the human side of 
our business which I wish to emphasize. 

Fear is one of the causes. of accidents. 
Frequently we call it ‘carelessness,’ 
but if we look more carefully into the 
subject, we may discover that the seem- 
ing carelessness was due to a nervous 
condition. Those who have made close 
study of accidents in a shop or factory 
have found that a frequent cause of 
accident is some trouble over which the 
workman was brooding at the time the 
accident occurred. The cause of the 
brooding may have been some family 
trouble, or some difficulty with a fore- 
man or a superintendent, but it was 
sufficient to bring on a nervous strain 
that took the workman’s mind off his 
work. 

How many times have you observed a 
workman under the critical eye of a 
foreman become so nervous and excit= 
able that he scarcely was conscious of 
what he was doing? Some workmen are 
of an excitable temperament, and it re- 
quires only some tactless act on the 
part of a foreman to put them in a 
frame of mind in which they are 
largely irresponsible. 

Men in positions of authority have a 
great deal of responsibility in the mat- 
ter of safeguarding the lives and limbs 
of workmen under them. In some re- 
spects they bear the same relation to 
the men under them that the father 
does to his child. A wise father does 
not exact obedience from his child 
through fear ‘of punishment, but 
through respect. He must set a good 
example and win the child’s confidence 
by kindliness, A child in constant dread 
of his father may, for a time, have re- 
spect for authority, but soon he will 
have little respect for the father. 

It is the same with the foreman or 
superintendent who seeks to enforce 
discipline by harsh treatment of the 
workmen under him. He loses their 
confidence, with the result that the 
character of the work itself usually is 
inferior and the danger of accidents is 
greatly increased. What is needed is a 
little more human understanding, or, in 
other words, a closer study of the 
human side of our business. Every one 
who has had experience in dealing with 
men knows the effect of an accident on 
the morale of the working force. Fora 
time after the accident takes place the 
shop or railroad is demoralized. Fear 
has crept in and weakened the morale. 

So it is if men are in constant fear of 
their foreman or superintendent. The 
morale of the force is weakened and to 
that extent the danger of accidents 
increased. I do not wish to convey the 
impression that I think men always 
should ba patted on the back, or that 
strict discipline should not be main- 
tained. Although I believe there is, 
and should be, some sentiment in busi- 

ness, I do not believe in sentimentality. 
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My contention simply is that the cheer- 
ful manner, the sympathetic word, the 
kindly act will bring much better re- 
sults than the gruff and domineering 
manner or harsh treatment. 


ESPECIALLY IMPORTANT ON ELECTRIC 
RAILWAYS 


In the electric railway industry, with 
which I am connected, the human side 
is of the greatest importance. Success 
in our industry is dependent on the 
good will of the public, and the public 
forms its opinion of a company largely 
by the conduct of the employees with 
whom it comes in direct contact. 

It is of the greatest importance, there- 
fore, that the employees of a company 
engaged in the service of the public be 
cheerful and contented in their employ- 
ment, that they be courteous and polite 
to the customers of the company; that 
they, in fact, consider themselves a part 
of the company. 

To produce such a spirit among em- 
ployees it is essential that they be 
treated as human beings. If those in 
authority do not treat the men under 
them with proper respect, how can they 
expect the men to treat the public 
courteously and respectfully? When 


the employees serving the public are in 
a happy and contented frame of mind 
their good humor extends to their pas- 
sengers. On the other hand, if the em- 
ployees are grouchy and irritable, their 
manner irritates their passengers. 
Keep employees in a contented and 
happy frame of mind and many of our 
troubles will disappear. 

Human nature is much the same the 
world over. Seldom do we find a man 
so callous that he will not respond to a 
touch of real human sympathy. Seldom 
do we find a man who will not inwardly, 
if not outwardly, resent unjust or 
harsh treatment. 

The brief message which I wish to 


bring to you men, most of you occupy- ~ 


ing positions of authority, is that the 
human side of our business is more 
important even than the financial side, 
because it is necessary to the financial 
success of our business that we estab- 
lish and maintain good human relations. 
The more attention we pay to the human 
side of our business, the more successful 
will we be on the financial side. The 
better that our human relations are 
with the men who work for us, the 
safer will our operations be, whether on 
the railroad or in the shop or factory. 


__| The Proposed Public Utilities Advertising 
Association* 


By W. P. STRANDBORG 


Chairman Organization Committee, and Publicity Agent Portland Railway, 
Light & Power Company, Portland, Ore. 


| be SEEMS strange that the public 
utility industries, such as electric 
railways, light and power, gas, tele- 
phone and others, have never been able 
to put their publicity and advertising 
work on the same basis as other large 
organizations of less vital importance to 
the American people. We have in the 
four major utilities enumerated, a total 
capital investment of over sixteen bil- 
lion dollars, and protection of that in- 
vestment is largely in the hands of the 
public who legislate and regulate con- 
cerning utilities with and without our 
own leave. 

Now we all know that a very large 
and important element in the creating 
and maintaining of good will on the 
part of our customer public must be 
looked after by the men who are 
identified with that important section 
of our industry—the public relations 
men, and under this classification of 
course come our active advertising and 
publicity managers. So that in pro- 
posing the organization of a Public 
Utilities Advertising Association, the 
foregoing is a birdseye view of the 
field within which we may properly and 
profitably function. It is proper to in- 
clude both publicity and advertising 
men in the new association, because in 
a very large number of cases, both the 
publicity and advertising activities of 
the individual companies, as well as of 
the national associations, are directed 


*Abstract of paper presented at the con- 
vention of the Associated Advertising Clubs 
of Iowa, Mason City, Ia., Sept. 12-13, 1922. 


by the same leader or at least by the 
same staff of workers. 

One of the important thoughts in 
mind in connection with the proposed 
plan is to get away, so far as possible 
in our public utility life, from the so- 
called “press agent” who in many of 
our utilities and other industries for 
years past has had for his chief duty 
the questionable assignment of trying 
to put things over on the newspapers 
and other publications. We hope to 
develop within our new organization a 
firm, fixed policy, subscribed to by every 
concern that joins our ranks, to the 
effect that we pledge ourselves to go 
out after advertising and publicity 
work on a strict business basis and pay: 
for what we get. In other words, the 
men who are behind the new movement 
are firmly convinced that there is no 
place in our industry any longer for 
the man who tries to beg, borrow or 
steal space in the newspaper, but there 
is a growing demand for the presenta- 
tion of our public utilities story in 
a frank, honest and fearless manner. 

Millions of dollars are spent for ad- 
vertising each year by our public 
utilities, and with very few exceptions, 
each advertising manager spends his 
money in his own way and works out 
his own campaigns without relation to 
or consideration of the great and uni- 
versal problems that affect both the per- 
sonal and physical service of all com- 
panies. It is not hard to understand 
why the situation is so, for the reason 
that until very recently the individual 
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public utility advertising manager has 
had no clearing house through which 
valuable ideas and suggestions that 
would be of benefit to him in his loeal 
activities could be presented and 
worked out through the associated ef- 
fort of the most skillful advertising and 
publicity men in the industry., 

We find occasionally that a national 
convention will give a publicity or ad- 
vertising man place on the general pro- 
gram for reading a paper. Sometimes 
a round table conference, or an informal 
meeting of publicity and advertising 
men is included in the activities of the 
national convention, but beyond that we 
have practically been orphans. _ 

It is not the purpose of the new 
Public Utilities Advertising Association 
to supersede or duplicate any of the 
constructive work now being done by 
national associations within our major 
public utilities. It is rather to work 
with them, and perhaps to co-ordinate 
their efforts with ours in such a way so 
that we will all be mutually benefited. 
The fact that the men directing the ad- 
vertising and publicity work in the 
A.E.R.A., A.G.A. and N.E.L.A. are ajl 
represented on our organization com- 
mittee is evidence enough that there is 
a valuable work for us to do, and that 
these national leaders are willing to 
co-operate with us in bringing all the 
utilities together into one efficient op- 
erating body. We hope likewise to se- 
cure the fullest co-operation from the 
great manufacturing industries which 
are identified in a business way with 
one or more public utility organizations. 

The new Public Utilities Advertising 
Association has the backing of the 
major utilities themselves, also of ap- 
proximately fifteen of the directors of 
state committees on public utility in- 
formation, and scores of individual com- 
panies whose favorable attitude has 
been reflected in the large volume of 
inquiries which has come to _ the 
organization committee during the past 
sixty days. In addition to this, it is 
very gratifying to know that many 
trade publications dealing with public 
utilities have requested further in- 
formation about our movement, and the 
editors of these publications have ex- 
pressed their emphatic indorsement of 
the plan and tendered the fullest use of 
their columns. 

Technical details of the plans for or: 
ganization need not be discussed at this 
time, for they will properly come 
through the selection of sub-committees 
when our general organization confer. 
ence is held in Chicago during the com 
ing American Electric Railway Associ 
ation convention, to be held on th 
Municipal Pier during the week o 
Oct. 2-6, inclusive. 

Another point. We hope to have ow 
association admitted as a departmen 
of the national advertising commission 
and to conduct our own convention eacl 
year as part of the great world adver 
tising convention, and it is through con 
tact and association with these thou 
sands of advertising experts that w 
shall derive the greatest benefit fror 
our proposed Public Utilities Advertis 
ing Association. 
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French Tramway Track Construction 


Engineer of Paris. Unified Transportation System Points Out Some Special 
Features of Track Problems in that City—Several Rail Sections 
Evolved from Experience Are Given 


HE coming discussion on the 1922 

report of the committee on way 
matters of the American Electric Rail- 
way Engineering Association renders 
timely a brief review of the report pre- 
sented at the last (1921) meeting of 
L’Union des Voies ferrées d’intérét 
local et des Transports publics automo- 
biles, by M. Gagné, chief engineer of 
electric services, track and buildings of 
the Société des Transports en commun 
de le Region parisienne (the unified sys- 
tem in Paris). This report covered the 
subject of tramway track construction 
and traced the history of tramway 
track construction back to its begin- 
ning in France. 

The author said that at the close of 
the war, when the question of standard- 
ization came up, the union had been 
able to utilize, without undertaking new 
investigations, the work which it had 
done before 1914, notably on grooved 
rails. Only the five types shown in 
section below had been conserved. These 
rails are known respectively as U.V.F.1, 
ev.F. 2, UVF. 3, U.V.F.L: and 
nU.V.E'. 5: 

Rail U.V.F. 1 is the section employed 
for tangent track in the important cen- 
ters where traffic is intense. Rail 
‘U.V.F. 2 is an adaptation of the pre- 
ceding for curved. tracks. Rails 
U.V.F, 3 and U.V.F. 5 are lighter sec- 
tions intended for systems in smaller 
cities. The section U.V.F.L., with a 
large groove, is for use in track where 
both tramways and steam railroads 
must be accommodated on the same 
stretch of track. 

In the U.V.F. rails the form of 
cross-section is based on the following 


wear the greatest amount of metal 
possible. The position and height of 
the head with respect to the groove 
were determined in such a way that 
when the flange of the wheel bears on 
the bottom of the groove the head will 
yield the maximum of wear. The author 
points out that as researches have 
shown that the best form for the wheel 
tread is a cylindrical surface, the sur- 
face of the rail on which the wheel rolls 
should be a plane. 


SPECIAL RAIL SECTIONS FOR USE ON 
CURVES 


The quality of the steel of the rail 
was made the subject of careful study 
by the tramways companies, particu- 
lar attention having been directed to 
this matter after American rails had 
been purchased in 1915. These gave 
better results than the pre-war French 
rails. As a result modifications in the 
specifications for rail steel have been 
made. 

Tests have also been undertaken with 
alloy steels, such as titanium-steel, sili- 
con-steel, etc. The tests include rails 
treated by the Sandberg sorbitic proc- 
ess. No conclusions have been reached 
as to these special rails. 

Manganese steel has been used for a 
long time on curves. It is well known 
that on curves it is the guard section of 
the inside rail which wears most rap- 
idly, so that the first inclination would 
be to make only this guard section of 
manganese steel. Further, it is known 
that to diminish the wear on the guard 
of the inside rail and of the rolling 
surface of the outside rail, it is desir- 
able on curves to raise the bottom of 


ULV. F.3 


were made in 1913 some special manga- 
nese rails which gave excellent results. 
The inside rail was made with a heavy 
guard section and a deep grove, while 
the outside rail had a light guard sec- 
tion and a shallow groove. The use of 
these special section rails of manganese 
on all curves of less than about 100 ft. 
radius has been decided upon in Paris, 
but the rails will have the modified sec- 
tions shown in section below. These 
were designed to utilize most effectively 
the expensive manganese steel. 

The Paris company has adopted three 
types of tongue switch corresponding to 
three radii of the branch-off curves ap- 
proximately 65 ft., 100 ft. and 165 ft. 
The author notes that some systems 
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Outside Rail Inside Rail 


SPECIAL MANGANESE RAILS FOR USE ON 
CURVES WHERE SERVICE Is SEVERE 


have successfully employed tongue 
switches with a mate opposite. It 
does not appear that this can be done 
in all cases, but its advantages recom- 
mend it in many. 

The engineers of the company have 
therefore been studying, but only for 
the 65-ft. radius switch, the use of a 
mate, or, as the author terms it, “a 
fixed-point switch.” 

As to the system of switch control 
the T.C.R.P. (Paris unified system) has 
employed a plan in which several 
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U.V.F 2 


‘ FIVE STANDARD FRENCH GIRDER GROOVED RAIL SECTIONS ‘ 
U.V.F.1, for heavy traffic, tangent track; U.V.F.2, same, but for curves; U.V.F.3 and 5, for lighter traffic ; 
1 OF ‘ 


.V.F.L., for use where steam railroad cars must be accommodated. 


DIMENSIONS OF FRENCH TRAMWAY RAILS—ALL DIMENSIONS IN INCHES 


z 


UV.F.1 U.V.F.2 U.Y.F:3 U.V.F.L. U.V.F.-5 
7.1 ict 6.9 6.9 5.7 
6.3 6.3 5.7 ays 5.5 

0.43 0.43 0.41 0.41 0.40 
4.0 4.25 4.0 4.45 3.75 
157 1.57 1.57 1.57 1.5 


‘principles: The base of the rail is made 
as wide as possible, compatible with the 
‘possibilities of rolling; while the web 
has the minimum permissible thickness, 
to keep down the weight and at the 
‘Same time not permit bending, in order 
to reserve for the parts subjected to 


: 
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the groove in the outside rail so that 
the flange of the wheel will roll on the 
bottom of the raised groove and not the 
wheel tread on the rail surface. 

The use of a separate manganese 
guard rail was considered to involve 
troublesome maintenance so that there 


switches are controlled from a control 
station. Satisfactory results have been 
obtained from this and the author an- 
ticipates the perfection of automatic 
electric control based on the same prin- 
ciple. He says that France seems to be 
slow in the solution of this problem 
which has been solved in_ other 
countries. 

Much of the lack of success in pre- 
vious electric control experiments has 
lain in the imperfect functioning of the 
electro-magnet. The T.C.R.P. has pre- 
ferred to change the control system, and 
in place of the magnet uses a motor as 


404 


ELECTRIC RAILWAY JOURNAL 


’ 


Vol. 60, No. 12 


i nn en Uae ty nInSUEISS SUS sSSSSSS SSS 


in steam railroad practice to operate 
the switch. 

In connection with this apparatus the 
following points have been considered: 
The condition of security must come be- 
fore all others, and all chances of col- 
lision must be eliminated. The appa- 
ratus must be arranged in such a way 
that the switch tongue in repose re- 
mains open for the right track. <A 
motorman going to the right will have 
no operation to perform, while one 
passing to the left will throw the switch 
while passing without current under a 
contact some distance ahead of it and 
will restore the switch to the normal 
position in passing under a contact out- 
side the danger zone beyond this. 


American 


Association News 


New York Central Train 
Leaves Sunday 


HE schedule of the special train to 

the American Electric Railway As- 
sociation convention over the New York 
Central lines has now definitely been 
set. A special train for the convention 
over the New York Central lines will 
leave the Grand Central Terminal, 
New York, at 1 p.m. Sunday, Oct. 1, 
connecting at Albany with a special car 
or cars leaving Boston at 10 a.m. on 
the same day. Stops will be made 
at Poughkeepsie, Schenectady, Utica, 
Syracuse, Rochester, Buffalo, Cleveland 
and Toledo, as well as at Worcester, 
Springfield, Pittsfield, and Chatham on 
the Boston & Albany. The train is 
scheduled to reach Chicago at 1 p.m. 
on Monday, Oct. 2. The one-way fare 
from New York, exclusive of Pullman, 
is $32.70, and the round trip $49.05. 
Entertainment and special features are 
being arranged. 

Reservations of those from New York 
State should be sent with remittance to 
C. B. Keyes, General Electric Com- 
pany, 120 Broadway, New York, who 
will supply other information. Those 
who wish reservations on the special 
car from Boston should make reserva- 
tions with and send_ remittance 
to F. F. Stockwell, general man- 
ager Barbour-Stockwell Company, 205 
Broadway, Cambridgeport, Mass. Ac- 
commodations will be allocated in the 
order in which they are received. The 
return tickets have a final return date 
of Oct. 12 and will be good on any New 
York Central train except the Twen- 
tieth Century Limited. 


Program of the Claims 
Association 
N EIGHT-PAGE pamphlet, en- 
titled “The President Has the 
Honor to Report to You,’ has been 
issued by the Claims Association, giving 
an account of the topics to be taken up 
at the Chicago convention, the objects 


sought by the association, subjects at 


previous meetings and other informa- 
tion of value to all.interested in safety 
and claims. 

Sessions of the Claims Association 
will be held on the afternoons of Oct. 
2, 3, 4 and 5, and the program will be 
built. around the four following basic 
subjects: Prevention of accidents, dis- 
couraging unreasonable claims, mini- 
mizing inequitable expenditures and 
defending litigation. 


Program of the Accountants’ 
Association 
HE final program of the American 
Electric Railway Accountants’ 
Association for the 1922 convention is 
now available and is presented below: 


Monpay Mornine, Oct. 2 


9.30 A.M. to 12.30 P.M. 
Registration. and distribution 
badges at booth at Municipal Pier. 


of 


Monpbay AFTERNOON 


2.00 p.m. to 4.30 p.m. Meeting held 
in Accountants’ Hall. 

Annual address of the president. 

Annual report of the executive com- 
mittee. 

Annual report of the secretary-treas- 
urer. 

Appointment of convention commit- 
tees on resolutions and nominations. 

Four-minute address on safety by a 
representative of the Transportation 
& Traffic Association. 

Report of Committee on Standard 
Classification of Accounts, H. L. Wil- 
son, treasurer Boston Elevated Rail- 
way, chairman. 

Address on “Present-Day Respon- 
sibilities of Public Utility Accountants.” 
by Walter H. Timm, clerk New Hamp- 
shire Public Service Commission. 


TUESDAY AFTERNOON, OCT. 3 


2 p.m. to 3 p.m. Joint meeting with 
Wngineering Association, to be held in 
Engineers’ Hall. 

Four-minute address on safety by a 
representative of the Transportation & 
Traffic Association. 

Report of joint engineering-account- 
ing committee—Charles R. Harte, chair- 
man (Engineering); H. C. Kimball, 
chairman (Accountants). 

Paper—“Related Function of Engi- 
neer and Accountant:in Public Utility 
Development,” Edwin D. Dreyfus, en- 
gineer West Penn Railways, Pitts- 
burgh, Pa. 

At the conclusion of the discussion of 
Mr. Dreyfus’ paper the Accountants 
will adjourn to Accountants’ Hall and 
the accounting session will be continued 
as follows: 

3:00 p.m. to 4:30 p.m. Report of 
committee on stores accounting— 
R. A. Weston, special accountant the 
Connecticut Company, New Haven, 
Conn., chairman. 

General Forum—A “round table” 
talk, which was a feature of the 1921 
convention, will follow the report of 
the committee on stores accounting. 


WEDNESDAY AFTERNOON, OcT. 4 


2:00 p.m. to 4:30 p.m. Meeting held 
in Accountants’ Hall. 

Four-minute address on safety by a 
representative of the Transportation 
& Traffic Association. 

Report of committee on relations 
with other associations, M. W. Glover, 
general auditor West Penn Railways, 
chairman. 

Address on “The Budget—Its Prep- 
aration and Administration,” by Harry 
A. Snow, assistant controller the De- 
troit Edison Company. 


THURSDAY AFTERNOON, OCT. 5 


_ 2.00 p.m. to 4.80 p.m. Meeting held 
in Accountants’ Hall. 

Four-minute address on safety by a 
representative of the Transportation & 
Traffic Association. 

Report of committee to represent 
Accountants’. Association at the annual 
convention of the National Associa- 
tion of Railway & Utilities Commis- 
sions, by W. L. Davis, auditor Lehigh 
Valley Transit Company, chairman. 

Informal talks by past-presidents and 
presentation of badges. ‘Master of 
Ceremonies,” William F. Ham, presi- 
dent Washington Railway & Electric 
Company. 

Report of convention committees on 
resolutions and nominations. 

Election and installation of officers. 

Adjournment. 


Red Special Reservations 


HE schedule of the “Red Special” 

is out. The train runs as a second 
section of the Pennsylvania Liberty 
train No. 5, leaving New York at 11:05 
am. (standard time) on Saturday. 
Sept. 30, reaching Chicago about 9 a.m. 
Sunday morning. Reservations may be 
made with the following: New York, 
C. H. Beck, Room 2101, 165 Broadway; 
Philadelphia, Thomas’ H. Cooper, West- 
inghouse Electric & Manufacturing 
Company, Widener Building; Baltimore 
and Washington, L. H. Palmer, Unite 
Railways & Electric Company, Conti- 
nental Building; Pittsburgh, F. G 
Hickling, Westinghouse Electric & 
Manufacturing Company, Union Bank 
Building. Accommodations on the re- 
turn trip can be arranged in Chicage 
with the Pennsylvania representative 
F. E. Scott, who will accompany th 
“Red Special” to Chicago, and will have 
headquarters on the pier during the 
convention. Baggage will be handlec 
as usual, 


Meeting of Publicity Agents 


OLLOWING the plan adopted a 
the Atlantic City convention ir 
1921, the publicity agents of railway 
companies in attendance at the conven 
tion will hold a round table discussior 
on Wednesday afternoon. The time ot 
meeting has been set at 2:30 and the 
place is the Better Health Exhibit roon 
on the pier. Labert St. Clair says tha 
no. set program has been arranged fo’ 
the meeting, but a profitable time may 
be expected by all in attendance. 


ews of the Electric Railways 


FINANCIAL AND CORPORATE — :: 


PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


Strike Fund Financed 


Philadelphia Men Back Mr. Mitten with 
$1,000,000 to Carry On Campaign 
Against Jitney at Buffalo 


Trustees of the co-operative wage 
dividend fund of the employees of the 
Philadelphia Rapid Transit Company 
have arranged for the purchase from 
the trustees for the stockholders of 
the International Railway, Buffalo, and 
the future resale to them, of $2,000,- 
000, par value, of International Rail- 
way 5 per cent bonds for $1,000,000, 
the proceeds to be used by the Interna- 
tional to continue the fight against 
union domination of the local and inter- 
urban lines of the company in western 
New York. 

This announcement on the part of 
Thomas E. Mitten, chairman of the 
board of directors of the International, 
came as a severe blow to the motormen 
and conductors at Buffalo who have 
been on strike since July 1. Within the 
last week there have been many de- 
sertions from the ranks of the-strikers 
and a large number of former strikers 
are now operating local and interurban 
cars on the International lines, 


Mayor’s Proposal FLATLY REJECTED 


Walter P. Cooke, one of the three 
voting trustees of the International and 
chairman of the board of the Marine 
Trust Company, Buffalo, to whom 
Mayor Frank X. Schwab appealed to 
help end the strike by appointing two 
members of a board of arbitration to 
settle the problem, flatly rejected th 
Mayor’s proposal. He said: 3 
In the recent strike in which Mr. Tulley 
(president of the International) and his 
associates had to contend with a campaign 
of intimidation and lawlessness, they con- 
ducted a dignified, manly and straightfor- 
ward fight which I -believe must have com- 
manded the respect of all thinking people. 

I have talked with Mr. Tulley in reference 
to your desire that the company should 
enter into your proposed arbitration and beg 
to advise you that the company feels for 
the reasons already repeatedly stated that 
it is unable to comply with your request. 

-Added impetus has been given the 
campaign of the International to rid the 
streets of jitneys which are operating 
in defiance of the Supreme Court and 
the Appellate Division by the decision 
of Justice Harley N. Crosby of the 
Appellate Court, who has denied the 
motion to vacate his anti-jitney injunc- 
tion requiring Mayor Schwab to remove 
the jitneys from the streets of Buffalo. 
The motion to vacate the injunction was 
made by counsel for the jitney drivers. 
_ The opinion of Justice Crosby points 
out that the operation of jitneys is not 
only “positively forbidden by law but 
that it is indeed actually criminal.” The 
opinion, in part, says: 

Such of the defendants, if any such there 
be, as entered upon their illegal business in 
ag belief that they were acting legally, 

ay well be entitled to sympathy, but the 
imposition practiced» upon them was _ not 


j 


4 


practiced by the plaintiff (the International 
Railway) nor by the courts. The law must 
be respected. Our courts have never gone 
the length of giving endorsement to acts 
that were made criminal by law. 


Despite the decision of Justice 
Crosby, Mayor Schwab and the police 
are giving practically no support to the 
International in its efforts to rid the 
streets of jitneys. Traffic police are 
ignoring the jitney drivers who are rac- 
ing up and down Main Street and the 
principal East Side thoroughfares. 
Private detectives have been retained 
by the International and with the aid 
of officers of the company evidence is 
slowly being obtained which has re- 
sulted in scores of jitney drivers being 


-fined from $50 to $250 and more arrests 


will be made. The campaign will be 
continued by President Tulley and his 
associates until there is no more compe- 
tition from jitneys. 

Passenger travel over the local and 
interurban lines of the International 
has shown a big increase in the last 
week. Travel over the Park & River 
division of the company at Niagara 
Falls is normal and traffic on many of 
the West Side lines in Buffalo is normal. 
Few passengers are riding on the East 
Side, although there has been an in- 
crease of almost 50 per cent in the last 
week. The Buffalo-Lockport, Buffalo- 
Niagara Falls, Buffalo-Tonawanda and 
Buffalo-Depew lines are carrying a 
good quota of passengers. 


Louisville Stockholders Approve 
Franchise Settlement 


With about forty persons attending 
the stockholders’ meeting of the Louis- 
ville (Ky.) Railway on Sept. 11 and 
72,000 shares represented, some 65,000 
shares by proxy, the agreement with 
the City Council for the new franchise 
ordinance was ratified. As a result the 
6-cent ticket fare will become effective 
on Sunday, Sept. 17, provided the in- 
junction is dissolved that was secured 
in the Federal Court some nineteen 
months ago, preventing the city from 
interfering with the company in the 
collection of the 7-cent fare. It is ex- 
pected that action by the court will be 
quickly accomplished. Tickets or metal 


tokens will be sold at five for 30 cents, 


but cash fares will remain at 7 cents. 
James P. Barnes, president of the 
company, said: 


_Our attorneys and representatives of the 
city will go before Judge Walter Evans in 
Federal Court on Sept. 13 and make the 
necessary motions for withdrawal of the 
suit and modification of the injunction. 
What the motions will be, I am unprepared 
to say, as this is a matter to be determined 
by the attorneys. But there was complete 
accord among the directors that the plan 
of settlement as already agreed on by 
the city be accepted. So I am hopeful that 
beginning next Sunday, the new rate will 
be in effect. 


Mr. Barnes announced that steps will 
be taken at once to work out with the 


Board of Public Works, the plans for 
expending $900,000 for improvements. 
These improvements will include the 
purchase of approximately eighty one- 
man cars; the installation of electrical 
machinery at its High Street power 
house of capacity sufficient to carry all 
of the present load; and to provide 
facilities for the comfort, convenience 
and welfare of its employees at car- 
houses and in shops. 

The $900,000 is the excess accumu- 
lated by the company since the 7-cent 
fare became effective on Feb. 21, 1921, 
but which it was not permitted to spend 
because of the litigation over the fare 
question. The sum will not be added 
to the company’s capital account, and 
hence will not be reckoned on its earn- 
ings against the barometer fund. 


Electrification Plans Under Way 
by British Columbia Railway 


The British Columbia Electric Rail- 
way, Vancouver, B. C., is electrifying 
six miles of steam railway connecting 
its Stave Lake Power plant with the 
Canadian Pacific Railway at Ruskin, 
B. C. The line is used mainly for haul- 
ing logs from the lake above, past the 
power plant and rapids. At present, 
the company is building a million do!- 
lar dam and the line will be used for 
hauling gravel from.a point down the 
Stave River. Two steam locomotives 
have been used with a gasoline car for 
passengers. The voltage will be 550 
and there will be one substation com- 
prizing three transformers and one 
400-kw. motor-generator set. Consid- 
erable saving in the cost of coal will be 
made. a 

As the plans of the company include 
a second plant on the river and the 
damming of the stream, the railway 
line will some time in the future be 
flooded and dismantled. Electrification 
work is therefore not entirely perma- 
nent. Electric locomotives now used on 
the company’s interurban system wil! 
be transferred to the Stave Lake line. 


City in Utility Cases 
Resigns 


Chester E. Cleveland, Sr., special 
counsel for the city of Chicago in 
charge of street car, elevated, and 
phone rate litigation, has resigned. In 
his note, dated Aug. 9, in which he 
asked to be relieved from duty on 
Sept. 1, Mr. Cleveland assigns no reason 
for wanting to step out of public serv- 
ice. Corporation Counsel Ettelson gave 
no explanation for Mr. Cleveland’s 
action. His announcement of retire- 
ment from the city’s service says only: 
“Chester E. Cleveland, having resigned 
as special assistant corporation counsel, 
will engage in the practice of law.” 


Counsel for 
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Minority Report Favored 


Recommends Ten-Year Franchise Ex- 
_tension for Winnipeg Railway— 
Referendum Expected Soon 


The franchise under which the Win- 
nipeg (Man.) . Electric Railway oper- 
ates provides that in 1927—thirty-five 
years from the date on which it was 
originally granted—the city of Winni- 
peg shall have the option to purchase 
the railway property. 

During the war and after the war 
period, the company, like practically 
every other public utility company, was 
unable to make large capital expendi- 
tures and from 1914 to the present time 
only a few extensions to the system 
have been made. Since taking charge 
of the property in the fall of 1917, A. 
W. McLimont, the vice-president and 
general manager, has made a great and 
successful effort to rehabilitate the prop- 
erty and to bring it into a high state 
of efficiency, which conditions conse- 
quent upon the first three years of war 
had impaired. For some time past the 
city authorities have been demanding 
of the company that it make a number 
of extensions to the system, calling 
upon it also to put its wires under- 
ground and to carry out certain other 
improvements which entail the expendi- 
ture of a large sum of money. 


PROGRAM OF WORK OUTLINED 


After considerable negotiations be- 
tween the company’s officials and a sub- 
committee of the City Council, an agree- 
ment was reached as to what was 
deemed necessary and expedient to do. 
The program of work outlined called 
for the-expenditure of a considerable 
sum of money. The company found 
that owing to the uncertainty of the 
future it was necessary to provide some 
better security than it was in a po- 
sition to offer, and, consequently, asked 
that the city defer to 1937 the right to 
exercise its option to purchase the prop- 
erty in 1927. This, it was pointed out, 
would permit the company to issue a 
security that would be salable and pro- 
vide the necessary funds. When this 
proposition was made to the City Coun- 
cil it was referred to a special sub- 
committee. This sub-committee de- 
manded certain concessions from the 
company before agreeing to consider 
the extension asked for, and the com- 
pany replied with a proposition in which 
it stipulated the extensions to be made, 
the provision of motor bus service where 
necessary, and a promise to put into 
effect a sliding schedule of fares which, 
by Aug. 1, 1925, will put the whole sys- 
tem on a ticket fare of 5 cents. The 
proposed schedule was published in 
the Electric Railway Journal, Aug. 12. 

Two of the five members of the sub- 
committee were in favor of the com- 
pany’s proposal and recommended to 
the Council in a minority report that 
the committee be instructed to continue 
the negotiations with the company and 
effect an agreement giving the ten 
years extension. It also recommended 
that the question of taking a referen- 
dum on the agreement be reported 


upon. The other three members of the 
committee opposed dealing with the 
company’s application at the present 
time, suggested delaying action until 
the experience with municipal owner- 
ship in Detroit, Toronto, and Seattle 
had been thoroughly tested, and pro- 
posed that in the meantime the city of 
Winnipeg advance the railway company 
$1,000,000 to be spent on extensions. 
The proposal that the city should be- 
come the bankers for the company did 
not find favor with the majority of the 
Aldermen, and the recommendations of 
the minority committee were adopted. 

Negotiations have again been resumed 
between the committee and the com- 
pany’s officials with a view to -carrying 
out the instructions of the Council and 
drafting an agreement incorporating 
terms upon which the city will substi- 
tute the date 1937 for 1927. It has not 
yet been decided whether or not the 
agreement when finally passed by the 
Council will be submitted to the voters 
for ratification. There is a movement 
in the city that this should be done, 
but, on the other hand, the Council is 
desirous of getting the traction ques- 
tion settled as early as possible, in or- 
der that the company might start on 
some of its proposed work and thus 
provide employment throughout the 
winter and at a time when it is most 
needed. 

The municipal elections take place in 
Winnipeg at the end of November and 
members of Council individually have 
expressed themselves as being opposed 
to permitting the traction question to 
become a political issue and for this 
reason it is expected that an agreement 
will be reached at an early date, and if 
it is submitted to a referendum the vote 
will be taken some time in October. 


Mayor Couzens Scents a 
Conspiracy 


In a statement made public a few 
days ago by Mayor Couzens of Detroit 
it was charged that a number of electric 
railways have employed private detec- 
tives to spread discontent among mem- 
bers of the Amalgamated Association 
now working for the Department of 
Street. Railways. The statement was 
made, the Mayor explained, so that the 
city railway employees may not be 
misled. 3 

The employees of the city who man 
the cars of the Municipal Railway are 
seeking a wage agreement. The Mayor 
explains that the city charter does not 
permit the city to recognize a union 
among the employees of any city de- 
partment. The city has continued to 
pay the wage scale that was in effect 
when the local lines of the Detroit 
United Railway were taken over on 
May 15. This scale was fixed by a 
previous agreement between the Detroit 
United Railway and the men who have 
since become city employees. 

As the Mayor sees it the effort which 
he says is now being made to stir up 
the local men has for its purpose creat- 
ing discontent among platform men so 
as to, if possible, destroy. municipal 


ownership of street railways as a 
policy. The Mayor’s statement con-- 
tinued in part: 


The voters of Detroit have repeatedly 
shown overwhelming evidence that they 
are liberal and fair with city employees. 
There is no reason why any trade, division 
or occupation should be preferred over all 
other citizens. There is no more reason 
why an employment agreement should be 
entered into with the street railway men 
than with the policeman, fireman or employ- 
ees_of the water or lighting departments. 

We have treated our employees fairly 
and we did not reduce wages when wages 
were being generally reduced; a triaL-board 
has been established to investigate all com- 
plaints against employees, and it is our 
firm conviction that our employees will not 
be misled or discouraged by interested and 
selfish propaganda. 


$100,000 Reward Offered 


Rewards totaling $100,000 are offered 
by the International Railway, Buffalo, 
N. Y., for information leading to the 
arrest and conviction of the person or 
persons responsible for the dynamite 
outrages on its local and interurban 
lines since the strike of trainmen on 
July 1. Frank H. Gaskill, Philadelphia, 
head of the secret service of the Phila- 
delphia Rapid Transit Company, who 
has been in Buffalo for almost a month, 
is in charge of the investigation. Pri- 
vate detectives from four nationally 
famous agencies are on the ease. 

The first reward offered by the Inter- 
national was $10,000, but last week this 
was raised to $100,000 by Herbert G. 
Tulley, president of the company, to 
stimulate interest in the investigation. 
Rewards commensurate with the value 
of the information received will be paid 
to those supplying facts helpful in 
effecting arrest and conviction of those 
damaging any other property of the 
International. The identity of those 
giving information will be protected 
and safe conduct out of the country will 
be given, if desired. 

For information leading to the arrest 
and conviction of those responsible for 
the dynamiting of ‘the high-speed 
Niagara Falls line at midnight Aug. 7, 
the company offers a reward of $20,000 
and $10,000 will be given for informa- 
tion leading to the arrest and conviction 
of each of the other eight dynamite 
outrages, which were as follows: 

East Ferry car at Fillmore Avenue 
at 12:30 am. on Aug. 18, high-speed 
Niagara Falls line at Gill creek bridge 
at 3:15 a.m. on Aug. 17, East Ferry 
car at Wohlers Avenue at 12:05 a.m. on 
Aug. 12, Fillmore and Delevan Avenue 
at 5:55 a.m. on Aug. 11, Elmwood Ave- 
nue and Middlesex Road at 9 p.m. on 
Aug. 9, Elmwood Avenue near State 
Hospital at 6 a.m. on July 30, Lockport 
line tracks between Hodgeville and Pen- 
dleton Center at 7:45 p.m. on July 28 
and Cold Spring carhouse at midnight 
on July 19. 


News Letter Appears.—The Augusta- 
Aiken Railway & Electric Corporation, 
Augusta, Ga., is publishing a News Let- 
ter occasionally for circulation among 
its employees. The July 18 issue pub- 
lished some interesting company doings 
and in addition gave a few reminders 
to platform men on courtesy and safety. 
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- Agreement Reached 


Diego Railway Relieved of Paving 
—Adams Avenue Line To Be 
Reconstructed 


San 


An agreement was reached on Sept. 
14 between the City Council and the 
San Diego (Cal.) Electric Railway 

through the efforts of the State Rail- 
road Commission whereby the Adams 
Avenue car line will be reconstructed 
at once and the company relieved of 
‘paving obligations. It was decided 
that the city will pave the balance 
of the street leaving a strip in the 
center with 2 ft. each side of the track 
for the company to fill with surfacing 
material not paving. General Manager 
Spreckels has announced that work will 
start at once on double-tracking Park 
Boulevard to the city limit with con- 
crete ballast and twin steel ties and 93 
lb. rails totaling two miles. This ends 
' the controversy in San Diego the direct 
cause of which was the tearing up of the 
tracks by the company on Adams 
Avenue on Aug. 27. 


CONTROVERSY OF LONG STANDING 


The tearing up of the tracks by the 
railway came as a climax to a long 
series of squabbles with the City Coun- 
cil over paving matters. About 1 a.m. 
Sunday morning, Aug. 27, after the pas- 
senger traffic had ceased the railway 
rushed a car of tools and a gang of 
about 100 men to Adams Avenue, and 
with picks, shovels and jacks the work 
of tearing up the tracks was begun. 
About 5 a.m. the work was brought to 
a close when Mayor John L. Bacon, 
with a squad of policemen, arrived on 
the scene and ordered the workers to 
desist and arrested H. A. Kuehmsted, 
engineer of the railway company, who 
was directing the work, on a charge of 
tearing up the streets without permis- 
sion. But in the four hours work about 
a mile of track had been torn up. | 

- The following day the city of San 
Diego had secured a writ of mandate 


from the Superior Court of San Diego 


County ordering the company to re- 
store its tracks and service at once 
or appear in court Aug. 30, at 10 a.m. 
and show cause why it should not do 

so. Likewise the City Council, at a 
special meeting, suspended the ordi- 
nance against jitney buses until the 
“emergency” shall be deemed to have 
passed. 

_ The next step in the fight was the 
action of Judge S. M. Marsh, who in the 
Superior Court on Sept. 7 sustained the 

demurrer of the railway company to 
complaint of the city seeking a manda- 

mus to compel the company to restore 
Adams Avenue tracks on the point that 
the city was not the proper party to 
bring action. Other points in the com- 
pany’s demurrer were not ruled on. 

Attorneys Titus and Macomber, for 
the railway company, argued that the 
city had not stated sufficient facts for 
a cause of action, and challenged the 

_ jurisdiction of the Superior Court in 

_ the matter. Attorney Macomber for the 

_ railway contended that the city, as a 

municipal corporation, was not the 


a 


a 


proper party to institute an action of 


such nature and that it had not filed 


the proper kind of action. 

Judge Marsh sustained the conten- 
tion that the city was not the proper 
party to bring tlie action for a writ 
of mandamus, but did not rule on the 
other points in the demurrer and argu- 
ment, saying it was unnecessary to rule 
on the other points after sustaining the 
demurrer on the one point. 

In replying, City Attorney S. J. Hig- 
gins argued that since the city was the 
grantor of the franchise it had the 
right to regulate rates and service and 
cited decisions calculated to support 
his contentions. After the decision 
was rendered, City Attorney Higgins 
said he had not decided what course the 
city would pursue. He intimated that 
one of three courses was open—allow 
the matter to rest with the Railroad 
Commission, with which body complaint 
had already been lodged by citizens of 
the Adams Avenue district; file an 
amended complaint on behalf of the 
city, or start a new action with a tax- 
payer of the affected district as plaintiff. 

In tearing up the tracks and abandon- 
ing service, Mayor Bacon claimed that 
the railway was acting illegally and 
violating its franchise contract. The 
Mayor and his friends asserted that the 
company could have delayed the 
paving matter until after the coming 
election by legal means had it so de- 
sired, instead of tearing up the tracks 
and discontinuing service. 

Each side of the controversy accused 
the other of “playing politics.” 

The San Diego Sun, an afternoon 
newspaper, made the statement during 
the fight that the Council was deter- 
mined to pave Adams Avenue, and that 
if necessary the railway’s property 
would be seized to pay its share of the 
bill. 


GENERAL MANAGER SPRECKELS EXPLAINS 


Early in the fight General Manager 
Spreckels declared that the hand of the 
electric railway had been forced and 
that the tracks were torn up to protect 
the company against liability for paving 
Adams Avenue. Further, that his com- 
pany stood ready to relay its tracks 
whenever assurance was given the 
company that it would not be required 
to bear any paving charges. 
statement to the public under date of 
Aug. 27 Claus Spreckels reviewed the 
history of the paving situation. He 
said that he had under instructions 
from John D. Spreckels, the president 
of the company ordered the abandon- 
ment of the line. He promised an 
adequate and efficient bus service 
operating on the same schedule as that 
of the railway in order that patrons of 
the Adams Avenue line would not suffer 
any inconvenience. 

The day following Mr. Spreckels’ 
statement to the public he sent a simi- 
lar communication to the City Council 
stating that he had ordered the aban- 
donment of the track and had made 
arrangements for transportation for 
residents along the Adams Avenue car 
line. 


In his. 


$5,000,000 of Assets Behind 
Amalgamated 


W. D. Mahon, president of the Amal- 
gamated Association, is reported to 
have said at the meeting of the Amer- 
ican Federation of Labor in Atlantic 
City that in 1917 he had obtained a loan 
of $100,000 from a Boston bank to 
finance the street car men’s strike in 
New ; York and that no collateral 
security was demanded. He is also re- 
ported to have said that the Amalga- 
mated owns $5,000,000 of government 
securities. He is quoted as follows: 


When informed that the New Y i 
would collapse unless funds were ciate ane 
mediately available. I with other Interna- 
tional officials took the train to Boston, ob- 
tained the $100,000 without difficulty, being 
told by the bank officials that they would 
accept our 100,000 membership organization 
as quick as an organization of employers 
or any other. We paid back this loan by 
an assessment of from $1 to $5 on the 
Pe PS eG: a of the loan had 

in the strike. - 
ep fe the union. eeeen 

Why should not banks loan to labor 
unions? Such loans are absolutely sate 
and secure. Our union, for instance, owns 
$5,000,000 worth of Government bonds and 
securities. We have considerable business 
with banks. The entire cost of the conduct 
of our international union, $225,000 a year, 
is paid out of the interest received on the 
bonds and funds on deposit. Not one cent 
e ee Aube ard Ya or dues from members 

or salaries or i 
ternational union. ds hn Mai 


Mr. Mahon’s remarks were evidently 
prompted by comment appearing in the 
daily papers about loans made by the 
Harriman Bank in New York to officers 
representing the striking coal miners. 


Arbitration Board Will Decide 
Wages 


An arbitration board will decide the 
wages to be paid trainmen of the Boston 
& Worcester Street Railway, although 
no date has been set for the first meet- 
ing of the arbiters. The contract with 
the car men expired on Aug. 31. Thirty 
days previous to that date the company 
notified the employees and the em- 
ployees notified the management that a 
change in the articles governing wages 
was desired. Several conferences were 
held previous to the expiration of the 
contract and it was agreed that all 
articles about wages were satisfactory. 

The contract called for arbitration in 
the event that the company and the 
men could not agree and prescribed 
procedure for such arbitration. The 
old wage was 54 cents an hour; the 
company offered 52 cents. As they were 
unable to agree the company told the 
union it would arbitrate as prescribed. 

At a meeting on Sept. 1, against the 
advice of their officers and the vice- 
president of the Amalgamated, the men 
refused to arbitrate and voted to strike 
at the end of work on Sept. 2 unless the 
company agreed to renew at the old 
wage. The men held several meetings 
during the three days strike, and on 
Sept. 5 decided to return to work on 
Sept. 6 and agreed to arbitrate if their 
officers and the company’s officials could 
not come to a satisfactory agreement in 
reference to wages. In this case, as.in 
all other cases of wage controversy, the 
old wage prevails until changed by 
agreement or arbitration. 
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Circulation Managers Have Direct 
Interest in Electric Railways 


C. D. O’Rourke, circulation director 
of the Journal and the Herald at Day- 
ton, Ohio, was one of the speakers be- 
fore the members of the Ohio Circula- 
tion Managers in convention at Colum- 
bus a few weeks ago. The question 
which he put before the assembled mem- 
bers in the form of a paper was “How 
will we ship when the auto buses and 
trucks cause the elimination of the in- 
terurban and electric lines?” 

In emphasizing some of the things 
with wh-ch he had to contend in his 
work in shipping newspapers over the 
electric lines Mr. O’Rourke said that 
near Dayton five spurs of main electric 
lines had been torn up within the last 
few years because the electric lines 
could not meet operating expenses in 
competition with the buses. He said 
that as a result all farm land values 
and small town real estate values along 
these electric railway lines had dropped. 
On a discontinued spur between Frank- 
lin and Lebanon the public would not 
stand for an increase in fare from 25 to 
35 cents, but was now paying 75 cents 
to a bus line, and had to pay five times 
as much for freight haulage by auto as 
was paid previously to the railway. 

On a discontinued line between Miam- 
isburg and Germantown, the fare by bus 
is now 50 cents, while it was formerly 
15 cents on the electric railway. He 
said that between Lebanon and Cincin- 
nati no effort was now being made by 
the buses in service between these 
places to keep any regular schedule. 

Mr. O’Rourke said that morning paper 
circulation managers should take time 
to look well into the financial condition 
of the electric railways. By far the 
majority of papers are sold to street 
ear patrons. He presented for the con- 
sideration of the members in attendance 
a map on which he had marked the in- 
terurban lines which had discontinued 
service within the past few years, so 
that they could see just what it now 
meant to every one interested in news- 
paper distribution. It seemed to him 
that the electric railways and the in- 
terurban liries asked only that jitneys 
and buses be put on the same basis 
with the electric railways, and since the 
continued operation of the electric rail- 
ways meant so much to newspaper men 
as a class, the newspaper men in turn 
should do everything within their power 
to help keep the electric railways run- 
ning. He said that the local electric 
railway managers would gladly give 
facts and figures which show many rea- 
sons why all the newspaper publishers 
should be anxious to do all they could to 
prevent further abandonment of lines 
by the electric railways. 


Usual Big Time at P. R. T. Picnic 


Willow: Grove Park teemed with good 
fellowship and rejoicing on Aug. 29 
when the fourth annual picnic of the 
Philadelphia (Pa.) Rapid Transit Com- 
pany took place. Besides, “a good time 
had by all” an amount of $10,000 was 


realized as a starter for the Helping 
Hand Fund which will be used as a 
beneficiary for needy employees. 

There were so many P. R. T. picnicers 
that two days were necessary to give 
every employee an opportunity to at- 
tend. The days’ events included musi- 
cal features, athletic contests, etc., 
with the second day terminating in a 
dinner for officials and directors of the 
Co-operative Welfare Association at 
which Thomas E. Mitten, president of 
the company, explained what Mitten 
Management stood for and what it had 
striven to accomplish. Earlier in the 
day he delivered another address before 
the employees at which he said that the 
dream of his life was to see the em- 
ployees not only operators but.-owners 
of the Philadelphia Rapid Transit Com- 
pany’s stock. 


Weekly Pass for Chicago 
Elevated Approved 


Slightly lower fares on the Chicago 
Elevated Railroad, including the com- 
pany’s plan to sell unlimited transpor- 
tation on a weekly payment plan, were 
approved on Sept. 13 by the Illinois 
Commerce Commission and will become 
effective next Monday morning, Sept. 
18. The commission has made the pro- 
vision, however, that the pass may not 
be handed back at the turnstile to 
another member of the pass owner’s 
party. 

The new rate schedule, which pro- 
vides for the sale of three tickets for 
25 cents, instead of four for 35 cents, 
thus reducing the straight ticket fare 
from 8.75 cents to 8.33 cents, was ex- 
plained to the commission at length by 
Gilbert E. Porter, attorney for the 
lines. The cash fare remains at 10 
cents. 

Most of the discussion among the 
commissioners revolved about the pro- 
posal to sell weekly transferable 
passes for $1.25, good between all 
points south of Howard Street and for 
$2 good between points in Chicago and 
points in Evanston. This plan is con- 
sidered revolutionary because it~ has 
never been tried in American cities of 
more than 175,000 population. 

An extensive advertising campaign 
to popularize the weekly passes is 
planned by the lines. Advertising mat- 
ter already has been prepared and the 
first appeared in the newspapers on 
the morning following the approval of 
the plan by the commission. The offi- 
cials hope the transfer feature of the 
passes and the fact that, in addition to 
their daily use in going to and return- 
ing from work, the purchaser or his 
friends may use a pass to go to the 
theaters, parks, the corner grocery 
store, or the downtown department 
store, will make it a good seller. 

Among benefits which “L” officials 
urge in favor of the pass plan are that 
it will eliminate standing in line for 
tickets, with consequent speeding up 
of service, and that it will increase 
traffic in non-rush hours, thus increas- 
ing the number of short-haul passen- 
gers. 
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Seeks Suggestions.—In an effort to 
secure constructive criticism from em- 
ployees and passengers the Lincoln 
(Neb.) Traction Company has been is- 
suing blank cards for service sugges- 
tions for its employees to fill out. 


Seeks Extension.—Citizens of Van 
Zandt County, Tex., which has very lit- 
tle railroad mileage, are holding meet- 
ings and seeking to induce the Dallas 
Railway, which is completing an elec- 
tric interurban rail line from Dallas to 
Terrell, thirty-one miles east, to extend 
the line through that county and to 
Tyler. 

Wage Scale Continues.—As the re- 
sult of an agreement between em- 
ployees and management of the Bir- 
mingham Railway, Light & Power Com- 
pany, Birmingham, Ala., the present 
wage scale will continue for another 
year or until Aug. 31, 1923. The vote 
taken by the men showed that they 
were in accord with the company’s offer 
of allowing the present wage to con- 
tinue. 

Article Tells About Trailer Trains.— 
Trail trains and how far the Cleveland 
(Ohio) Railway has progressed in the 
development of adequate service for its 
patrons has been made the subject of 
an article in the July-August Ohio 
Brass Company Bulletin. The account 
was written by R. G. Averill, com- 
mercial engineer of the Ohio Brass 
Company. Reference is made in the 
article to statistics of train opera- 
tion published in the Electric Railway 
Journal, issue of Oct. 2, 1920. 


Seeks Mayor’s Co-operation.—The 
Celebration Committee of the Frank- 
ford “L,” the new line to be operated 
by the Philadelphia (Pa.) Rapid Tran- 
sit Company, called on Mayor Moore 
recently to enlist the co-operation of 
the city in the program to mark the 
opening. of the new line. After prom- 
ising municipal assistance the Mayor 
forecasted other big rapid transit de- 
velopments which would be speeded up 
as soon as the Frankford “L” was in 
operation. 


Employees Have Good Courtesy 
Ideas.—The Georgia Railway & Power 
Company, Atlanta, Ga., operating the 
city’s street car lines, in a recent con- 
test awarded $100 in ten prizes rang- 
ing from $25 down to $5, for the best 
essays written by employees of the 
company and dealing with the manner 
in which courtesy between employees of 
a public utility and the general public 
might best be promoted. Many valua- 
ble ideas were found in the essays sub- 
mitted in the contest, some of which 
the company expects to employ to serve 
this end. The first prize was won by 
C. F. Jones, a conductor, while three 
motormen and one other conductor were 
also among the prize winners. 
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Surplus in Montreal 


Tramways Realize $187,947 for Year’s 
Operation—Statistics Under Present 
Grant Included in Report 


The fourth annual report of the 


~ Montreal Tramways Commission to the 


_ 
’ 


> 
4 
; 
e 
4 


city of Montreal has been made public. 
It contains statistics on the operation 
from 1921-1922 and a recapitulation 
from Feb. 10, 1918 (when the contract 


_ became effective), to June 30, 1922, “in 


fare, have agreed not to exact immedi- 
ate payment of the amounts due them. 

It was in 1916 that the Montreal 
Tramways started negotiations with the 
city officials for additional and ex- 
tended franchise rights. Opposition 
developed and finally led to the appoint- 
ment by the provincial government of a 
commission to investigate the situation 
and draft a franchise, fair alike to the 
company and to the community served. 
The franchise recommended by the com- 


tional 1 per cent is allowed, but this 
supplementary return is wholly with- 
drawn within five years after the war. 
The railway also receives a further re- 
turn to the extent of 20 per cent of the 
divisible surplus, the balance of the 
surplus going to the city (30 per cent) 
and the tolls reduction fund (50 per 
cent). 

There is no restriction upon the 
use of the city or company allotments. 
The company is not permitted to pay 
dividends on its stock in excess of 10 
per cent. 

The Montreal grant also provides for 
two supplementary allowances, one of 
which is unique in franchise history. 
Thus there is a fixed annual sum, equiv- 
alent to one-half of 1 per cent of the 


STATEMENT OF OPERATIONS OF THE MONTREAL TRAMWAYS COMPANY 


From Feb. 10, 1918, to June 30, 1922 


Feb. ue 1918, Feb. _ 1918, Feb. 10, 1918, Feb. 10, 1918, 
Ye r Ended Year Ended to Year Ended to 
3 June 50, 1919 Tene: 30, 1920 Fine 30, 1920 June 30, 1921 June 3), 1921 June 30, 1922 June 30, 1922 
forbes wecemplsieeo 9s Niche... ok lobioe ws ¢ $i, 1,572,210 $10,782,470 $22,354,680 $11,773,004 $34,127,685 $11,712,525 $45,840,210 
Operating expenses and taxes............. $6, 640,715 $5,849,911 $12,490,627 $6,327,841 $18, ae 468 $5,769,403 $24,587,871 
Operating profit. 20.6 ee eee 45,9 46,6 06 92,534 47,442 139,976 47,959 187,936 
Maintenance and renewals............... 2,098,120 2,190,557 4,288,678 2,529,054 6,817,732 2,579,200 9,396,932 
Total. .. <7. Mersey Nene Nera s Ss Be A bed ie $8,784,763 $8,087,076 $16,871,839 $8,904,337 $25,776,177 $8,396,563 $34,172,740 
Balan ceetaah deca ttsiato14s vse a eates th) - $2,787,445 $2,695,394 $5,482,840 $2,868,667 $8,351,507 $3,315,961 $11,667,469 
Allowance due compan, 
6 per cent on capita me > eee Sars $3,018,224 $2,177,177 $5,195,402 $2,177,177 $7,372,579 $2,177,177 $9,549,757 
7 per cent on additions to capital....... 32,91) 69,827 ’ 118,859 221,606 367,290 
6 per cent on working capital.......... 40,645 23, 832 64,478 12,490 76,969 6,596 83,565 
Pinancing expense 7...45). jn. se sce ons 251,353 181,431 432,784 181,431 614,215 181,431 795,647 
Bigeye) LA SURE ot ites gs RRs ee an ne ee $3,343,142 $2,452,269 $5,795,411 $2,489,959 $8,285,371 $2,510,889 $10,796,260 
Balances depior. cc. .ces ee es ey : $555,695 $243,124 (a) $312,571 $378,707 (a) $66,136 (a) $805,072 (a) $871,209(a) 
(b) 
Payable when earned: 
‘ity of Montreal rental................ $692,694 $500,000 $1,192,694 $500,000 $1,692,694 $500,000 $2,192,694 
Contingent reserve fund............... 15:7. 22) 107,824 223,546 117,730 341,276 117,125 458,402 
HAD Ns Nese. eh LE $808,416 $607,824 $1,416,240 $617,730 $2,033,970 $617,125 $2,651,096 
ROOMNG ae apiece. le bs ahs ke be $1,364, in VW $364,700 $1,728,811 $239,022 $1,967,834 $187,947 (a) $1,779,886 
(a) Surplus. 


(6) Total amount, payable to the city of Montreal, since the coming into force of the contract, on account of its rentals. 


order to ascertain the present. situa- 
tion.” In the accompanying statement 
of operation it is noted that for the 
year ended June 30, 1922, a surplus of 
$187,947 was realized. In the previous 
years there were deficits and the inter- 
ested parties, according to the report, 
in order to avoid an excessive rate of 


mission, with some modifications, was 
approved by the city and accepted by 
the company on Jan. 28, 1918. 

The Montreal grant allows a 6 per 
cent normal return upon capital value. 
Upon new capital furnished by in- 
vestors during the war or within two 
years after its termination an addi- 


initial capital value ($181,431) for the 
expenses of new financing, including 
printing and engraving, legal and regis- 
tration fees, listings, ete. Any unused 
part of this allowance must be kept 
intact with interest accretions until the 
termination of the franchise, when it 
may be distributed. 


1912-1913 
$6,754,227 

159,892,021 
20,000,000 
$4,032,664 


Years from July | to June 30 1913-1914 


Gross receipts....... Shi cae 
Revenue passengers. . 
arsmiles.\. kos eo : 
Tot ‘1 operating ex 
Net receipts avai Bie for 
payment of fixed charges 
and dividends.......... 
Gross receipts per revenue 
passenger, in cents...... 
Gross receipts per car-mile 


$2,721,652 . 
4.22 
33.7 


4.24 
32.2 


e of gross receipts 
evo to total operat- 
ing expenses. . 
Operating and maintaining 
expenses per car-mile in 


59.5% 58.9% 


20.1 18.9 
Net earnings per car-mile, 

in cents, for payment of 

te charges and divi- 


13.6 13.2 


_ Operating,maintenance and 
renewal expenses, in 
cents, per revenue pas- 
MOUSE. coy sas ces: > 

Net aan in cents, jn 
revenue Ps - er, for 
payment of fixed charges . 
and dividends.......... 


2.5 


$7,142,804 
168,472,952 
22,200,000 
$4,206,114 


$2,936,689 


MONTREAL TRAMWAYS COMMISSION 
Comparative Traffic Statistics from 1912 to 1922 


1914-1915 1915-1916 = 1916-1917, 1917-1918 
$6,525,231 $6,609,765 $7,725,498 $7,579,410 
153,576,271 156,408,303 178,267,232 182,173,701 
20,375,050 20,462,845 22,172,469 22,691,507 
$3,713,996 $3,707,053 $4,601,771 $5,255,586 
$2,811,235 $2,902,712 $3,123,727 $2,323,823 
4.25 4.23 4.33 4.16 
32.05 32.26 34.90 33.40 
56.9% 56.1% 59.6% 69.4% 
18.3 18.1 20.8 23.2 
13.8 14.2 14.1 10.3 
2.42 2.30 2.58 2.88 
1.83 1.86 1.75 1.28 


1918-1919 1919-1920 1920-1921 1921-1922 
$8,645,547 $10,782,470 $11,773,004 $11,712,525 
183,350,923 191,941,835 190,212,799 188,201,367 
23,155,516 22,888,670 21,803,871 21,547,343 
$6,669,340 $8,087,076 $8,904,337 $8,396,565 
$1,976,207 $2,695,394 $2,868,667 $3,315,961 
4.72 5.61 6.19 6.22 
37.40 47.11 F399 54.36 
77.14% 75% 75.23% 71.69% 
28.8 35.33 40.84 38.97 
8.52 11.78 13.15 15.39 
3.64 4.21 4.68 4.46 
1.08 1.40 1.51 1.76 
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Terms of East St. Louis Deal 
Announced 


The conditions have been announced 
under which E. W. Clark & Company, 
have entered into an agreement with 
Dillon, Read.& Company, representing 
the North American Company, for sale 
of preferred and common stock of the 
East St. Louis & Suburban Company, 
owned by E. W. Clark & Company. 
The agreement provides that all stock- 
holders may sell their stock upon the 
same terms. The price is $55 per share 
for the preferred stock and $10 per 
share for the common stock, payable 
one-half in preferred stock of the North 
American Company at $50 per share 
and one-half in the common stock of 
the North American Company at $100 
per share (the par value of both classes 
of stock of the North American Com- 
pany being $50 per share). 

The announcement of the impending 
purchase, made originally in the 
Electric Railway Journal of Sept. 9, 
has attracted much attention in finan- 
cial circles everywhere, but particularly 
in the Central West where both sets of 
financial interests operate. In Colum- 
bus, Ohio, where the Clarks formerly 
operated, the impending deal has been 
treated at considerable length. On 
some of the more personal phases of 
the matter the Ohio State Journal of 
Columbus said: 


In January, 1919, W. H. Sawyer of Co- 
lumbus, vice-president of E. W. Clark & 
Company, Management Corporation, ac- 
cepted the presidency of the operating com- 
panies and undertook to salvage whatever 
was possible out of what looked to be and 
really was at that time a discouraging 
proposition. Columbus bankers, who know 
the situation, give Mr. Sawyer credit for 
bringing the operating properties to such 
a financial condition that the stockholders 
rae now able to cash in on the present 

asis. 


Eight Months’ Traffic Increases 


The Cincinnati (Ohio) Traction Com- 
pany transported 330,169 more pas- 
sengers during the eight-month period 
which closed Aug. 31, than during the 
corresponding period of 1921—the first 
time in five years that an increase in the 
business of the railway system has 
been shown. The total number of pas- 
sengers for the eight months of 1922 
was 171,282,908, against 70,952,739 in 
the corresponding time in 1921. Al- 
though the general report for the period 
is encouraging, W. Jerome Kuertz, 
Street Railroad Commissioner, in mak- 
ing comparisons for the month of 
August expressed himself as concerned 
with the falling off in the passengers 
carried as compared with July. 

In August, 1921, there was an in- 
crease of 27,000 passengers over the 
preceding month. In August, 1922, 
however, there was a falling off of 
99,000 passengers as compared with 
July. 

Commissioner Kuertz attributes the 
drop to the numerous strikes and 
the consequent economic depression. 
However, the number of passengers 
earried last August was 123,801, 
greater than the number carried in 
August, 1921, the figures being 8,783,- 
636 and 8,659,835. The railway pat- 


ronage showed a steady increase from 
month to month up to and including 
July, when there was a drop. 


Consolidation Matter Will 
Be Deferred 


Bills to permit voluntary consolida- 
tion of the street railway companies of 
Washington into one corporation will 
not be considered by the House District 
of Columbia committee until the De- 
cember session of Congress. Hearings 
on the several bills on this subject will 
be held early in the short session of 
Congress, according to announcement 
by the committee secretary. 

It is probable that the House com- 
mittee will shelve the House bills on 
consolidation and take up the two bills 
passed by the Senate, in order to expe- 
dite the legislation. 

After having passed the one bill for 
voluntary consolidation, the Senate re- 
cently passed another, practically iden- 
tical with the first excepting that it 
contains a special tax on income pro- 
vision. 

The tax provision was strongly urged 
by Senator Jones of Washington, who 
stated that two members of the House 
committee had assured him that the sec- 
tion would be carefully considered by 
that body. 

A tax of 50 per cent on net operating 
income above 6 and not more than 7 
per cent of the fair value and of 75 
per cent above 7 per cent of the fair 
value is contemplated, in lieu of all 
other taxation excepting the ordinary 
real estate tax. 


Financial 
Notes 


TASDEEESUBULAGESSNGUESSSNSS004 


N ews 


Interest on Bonds Paid.—The Third 
Avenue Railway, New York, N. Y., has 
announced an interest payment of 32 
per cent on the adjustment mortgage 
fifty-year 5 per cent income gold bonds 
payable Oct. 1. This makes the total 
interest declared for the fiscal year 5 
per cent. 


Dividend on Account of Accumula- 
tions.—The directors of the New York 
State Railways, Rochester, N. Y., have 
declared a dividend of $6.25 a share on 
the preferred stock on account of cum- 
ulative dividends due on the senior 
shares. The dividend is payable Oct. 2 
to stockholders of record of Sept. 27. 


Seeks Abandonment.—The Michigan 
United Railway, Jackson, Mich., has pe- 
titioned the Public Utilities Commission 
for permission to abandon a 5-mile line 
between Frankenmuth and Franken- 
muth Junction in Saginaw County. It 
is said that bus competition is respon- 
sible for the company’s financial posi- 
tion. 

Dividends Announced.—The Duluth- 
Superior Traction Company, Duluth, 
Minn., will pay on Oct. 2, 1922, two 


dividends of 1 per cent each on the 4 
per cent cumulative preferred stock for 
the quarters ended June 30, 1921, and 
Sept. 30, 1921. In April, 1921, a divi- 
dend of 1 per cent was paid on the 
preferred stock. 


Officers Elected.—Directors of the new 
Norwalk-Shelby Railway have elected 
the following officers: J. L. Baugh, 
Indianapolis, president and general 
manager; C. E. Heath, Plymouth, vice- 
president; A. D. Sanders, Norwalk, sec- 
retary; C. R. Irwin, North Fairfield, 
treasurer. The company will begin 
operating the line with gasoline cars 
about Oct. 1. 

Valuations Announced.—The Penn- 
sylvania Public Service Commission 
recently fixed valuations of two trac- 
tion properties on petition of the com- 
panies for purposes of reorganization. 
The valuation of the Southern Pennsyl- 
vania Traction Company, Delaware 
County, has been set at $6,700,000 and 
of the Altoona & Logan Valley Electric 
Railway, Blair County, in the sum of 
$6,600,000. 


Receiver for Interurban Named.— 
Judge Duval West, acting for Federal 
Judge Hutcheson in the United States 
Court at Houston, Tex., has named I. C. 
Griffith receiver for the Bryan & Col- 
lege Interurban Railway. The bill of 
complaint was filed by Louisiana bond- 
holders, who claimed that $50,000 inter- 
est was overdue. Mr. Griffith is assist- 
ant cashier of the National Bank of 
Commerce. 


Profits Increasing. — The Muskegon 
(Mich.) Traction & Lighting Company 
in a report filed recently shows that for 
the first time in more than two years 
both the electric railway and gas de- 
partments are showing a substantial 
profit. The profits for May, June and 
July in the traction department were 
$13,121. In addition the company paid 
$9,300 out of its earnings in interest 
charges. 


Booklet on Public Service Corpora- 
tion Issued.—Bonbright & Company, 
New York, have issued a booklet of 
forty-four pages on the Public Service 
Corporation of New Jersey. It contains 
a general description of the corpora- 
tion, its properties and territory, with 
statements of the corporation securities 
and most of the securities of the sub- 
sidiary and leased companies Earning 
statements of many of the leased prop- 
erties are given. The book is well illus- 
trated with many halftones, charts and 
maps. 

Merger Under Consideration. — The 
possibility of a merger of the Joplin 
& Pittsburgh Railway, an electric line, 
with the Northeastern Oklahoma Rail- 
way, has been announced by J. J. 
Heim, president of the Joplin & Pitts- 
burgh line. Contemplated plans for an 
11-mile link between Columbus, Kan., 
and Pitcher, Okla., would give the com- 
bined line a total mileage of 250 miles, 
in the heart of the coal and zine fields 
of Kansas, Missouri and Oklahoma. The 
plans have been filed with the Inter- 
state Commerce Commission for ap- 
proval. 
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Operation of One-Man Cars Would 
Effect Operating Reduction 


George F. Russell, superintendent of 
Public Utilities, which department op- 
erates the Seattle (Wash.) Municipal 
Railway, claims a reduction of $782,800 
a year can be accomplished in the oper- 
ation of the railway system by com- 
pletely changing from two-men to one- 
man cars and that faster and better 
service will be afforded. This is a part 
of the program recently started by 
Superintendent Russell which he states 
will bring the city nearer to the return 
of the 5-cent fare. 

Superintendent Russell believes that 
a reduction now from 8% cents to 5 
cents would cut off 333 per cent of the 
revenues. The revenues for the first 
six months of the year were approxi- 
mately $38,500,000, or at the rate of 
$7,000,000 for the year, and a reduction 
of 33% per cent would bring the rev- 
enues under $5,000,000 for the year. He 
~ said that his company was working on 
the program of increased efficiency and 
reduced costs. One of the main items 
in reducing operating costs would be 
the replacing of the heavy two-men 
cars with one-man cars. An approxi- 
mate reduction of $782,800 would be 
the -result. Another reduction would 
be realized in the elimination of certain 
lines called “policy lines,’”’ where cars 
_are operated far beyond a point neces- 
sary for efficient service. This would 
mean a reduction of $145,000, which 
with the $782,800 saving would put 
the company, in the opinion of Superin- 
tendent Russell, within striking dis- 
tance of the 5-cent fare. 


Bus Petitions Initiated 


Initiative petitions in favor of an 
ordinance regulating the operation of 
buses in Pasadena, Calif., providing for 
the issuance of five-year permits and 
the granting of universal transfers on 
bus lines operated in Pasadena are 
being circulated for the purpose of 
being filed with the city directors. 

The resolutions are fostered by the 
Federated Improvement Association of 
Pasadena calling on the city officials to 
submit to the public at a general elec- 
tion in November the proposition to 
regulate the bus lines. At least two 
propositions, one from the Pacific Elec- 
tric Railway and the other from the bus 
operators, are asked for in the resolu- 
tion adopted. The association is clam- 
oring for competition in the bus field 
in order that there may be had the very 
best of transportation facilities. 

The text of the resolution follows in 
part: 

Whereas some of the franchises of the 
‘Pacific Electric Railway on streets of Pasa- 
dena will expire at various times between 
‘the years of 1923 and 1944; 

Whereas said company seeks to renew 
its franchises and asks permits for the 
operation of bus lines to serve portions of 


ithe city not served by street railway lines ; 
Whereas in addition to the service given 


= | 


by the Pacific Electric local street car lines 
in Pasadena, service is being given by a 
number of independently owned and oper- 
ated bus lines ; 

Whereas the bus lines are now operated 


under permits from year to year revocable 
at the will of the City Council; and 

Whereas these bus lines offer, if given a 
five-year permit, ‘to operate in competition 
with thé Pacific Electric Railway and to do 
the following things: 

1. Give a 5-cent fare and agree to ask no 
more. 

2. Grant a 8-cent fare to school children. 

3. Grant universal transfers. 

4, Practically double the bus service at 
once and add new lines as rapidly as the 
need arises: 

e 5. Give a direct service to parks on holi- 
ays. 

6. Give ten-minute service instead of all 
twenty-minute service. 

7. Hold one bus in reserve for every three 
in operation, to provide against tie-ups due 
to accidents. 

8. Form a co-operative company in order 
that the above betterments may be carried 
into effect. 

9. Offer that the city may take over their 
business and equipment at any time for 


municipal purposes, by paying a fair price 
for it, same to be fixed by disinterested 
parties. 

That the permit asked for is for five years 
only, long enough to enable the bus lines to 
install better equipment, more frequent 
service and new service in portions of the 
city not now served, and yet not long 
enough to embarrass the city, should new or 
better methods offer themselves within that 
period. 

The proposed ordinance sought for 
five-year term of bus line permits pro- 
vides that the city directors may in 
their discretion deny applications, ex- 
cept when a permit request is accom- 
panied by a petition bearing the signa- 
tures of at least thirty adult residents 
of the district to be served. In such an 
event the directors would be required 
by the terms of the proposed ordinance 
to grant the permit so sought. 

Another feature proposed by the ordi- 
nance is the granting of universal 
transfers good on all bus lines in the 
city. It also provides that the city 
directors shall establish rules and regu- 
lations for the operation of motor 
buses that will not be inconsistent with 
the ordinance. 


Fare Fight in Court 


Testimony of City of Fort Worth Heard to Compel Northern Texas Traction 
Company to Reduce Fares—Seven-Cent Fare 
Pending Referee’s Report 


The fight of Fort Worth, Tex., to 
compel the Northern Texas Traction 
Company, which owns and operates the 
street car lines in Fort Worth, to re- 
duce its fare from 7 cents to 6 cents or 
possibly 5 cents is now before N. A. 
Dodge, referee appointed by the Federal 
Court to hear testimony on points in- 
volved and make report of his findings 
to the court. Hearing was held in Fort 
Worth last week before the referee in 
which the city presented testimony in 
support of its claim that the traction 
company is earning more than a justi- 
fied return on its investment and that a 
reduction in fares is warranted at this 
time. ; 

The Northern Texas Traction Com- 
pany has been operating under a 
franchise similar to that under which 
the Galveston Electric Company was 


- operating when its case was carried to 


the Supreme Court for decision. The 
Fort Worth case was very similar and 
officials of Fort Worth did not push 
their fight until the decision was ren- 
dered in the Galveston case. The Fort 
Worth franchise gives the traction 
company the right to fix fares so that 
a fair return shall be earned on the 
invested capital, and the only recourse 
the city has to prevent overcharge in 
fares is to go into court and show that 
fares are higher than justified. The 
traction company raised its fares to 
7 eents. Thereupon, the city passed an 
ordinance directing the traction com- 
pany to reduce fares to 6 cents. The 
ordinance was ignored, and the city 
went into court to compel a reduction. 
The hearing just concluded is to de- 
termine if the city’s order calls for a 
fare that is confiscatory in that it fails 
to provide adequate return on the in- 
vested capital of the traction company. 


Numerous points were developed in 
the hearing and street car service in 
Fort Worth was compared with simi- 
lar service in other cities where fares 
are lower. Invested capital, replace- 
ment values, depreciation, and other 
factors to be considered in rate making 
were developed at the hearing. The 
traction company presented its side of 
the question before the referee several 
months ago, and the hearing this time 
was devoted to a presentation of the 


claims of the city. 


H. P. Gillette of Chicago, editor of 
Engineering and Contracting, was 
placed on the stand as a witness for 
the traction company. Mr. Gillette de- 
clared that the Northern Texas Trac- 
tion Company is warranted more at the 
present time in charging a 7-cent fare 
than in 1920. The valuation of the 
company’s properties in Fort Worth 
now is $9,133,913, Mr. Gillette declared, 
as against a valuation of $11,575,513 in 
1920. In response to the direct ques- 
tion of “What would happen to the 
traction company if the car fare had 
been reduced to 6 cents during the last 
fiscal year?” Mr. Gillette declared that 
the company would be facing a deficit 
of $23,000 at this time, because the 
6-cent fare would have been inadequate 
to pay the operating costs if service is 
to be maintained at present standard. 

The witness cited figures to show 
that the traction company during the 
last year earned 2.58 per cent on its 
valuation, whereas it has been held by 
Federal Courts in similar cases that a 
public utility of this kind should be 
permitted to earn a return of 8 per 
cent. An increase to 8 cents or 9 cents 
is more justified than a reduction to 
6 cent or 5 cents, he said. 

The standard of service maintained 
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in Fort Worth as compared with 
service maintained in other Texas 
cities was an important factor in 
the hearing and much testimony cen- 
tered about this point. During the 
year ending Oct. 1, 1921, the trac- 
tion company served 28,248,000 pas- 
sengers, he said, whereas during the 
year ending June 1, 1922, it had served 
only 25,809,000 passengers, a decline of 
more than 10 per cent. This means a 
reduction of more than 10 per cent in 
revenues, he said. 

The one-man car proved a bone of 
contention in the hearing. This car is 
operated extensively in Fort Worth 
and on some lines the patrons have 
cbjected strenuously. The cars were 
first tried out in Fort Worth in 1915, 
when ten cars were placed in service. 
Since that time the one-man car has 
proved its superiority over the larger 
cars in economical operation, Mr. Gil- 
lette said, and there are now more than 
4,600 in operation in this country. 


EXCESS SERVICE MAINTAINED 


Joseph M. McShane, testifying as-an 
expert witness for the city on the ques- 
tion of standard of service, asserted 
that the traction company in Fort 
Worth is maintaining 34 per cent more 
efficient service than it maintained in 
1919, and that the net returns under the 
5-cent fare in 1919 amounted to more 
than the net return in 1921 under the 
the 7-cent fare. This condition he at- 
tributed to an excess in service main- 
tained. Curtailment of service would 
permit the traction company to reduce 
fares to 6 cents or even to 5 cents he 
asserted without lowering the net reve- 
nue. Testimony of Mr. McShane was 
attacked by W. E. Tucker of Boston and 
Sam B. Cantey, Fort Worth, counsel 
for the Northern Texas Traction Com- 
pany, and the witness was forced to 
admit that his study of the operation 
of the Northern Texas Traction Com- 
pany had been somewhat cursory. He 
also was forced to admit that his asser- 
tion that the company is maintaining 
34 per cent excess service was in error, 
that the real excess should be stated at 
about 25 per cent. 

George H. Clifford, general manager 
of the Fort Worth traction lines, took 
the stand on the closing day of the 
hearing. My. Clifford admitted that the 
service maintained in Fort Worth is 
superior to that maintained in Dallas 
and in other Texas-cities. Mr. Clifford 
said that Mr. McShane in comparing 
service rendered under the 7-cent fare 
with service rendered prior to that, had 
taken 1919, which was the greatest 
year in the history of the traction com- 
pany in regard to passengers carried, 
and had compared that year with 1921, 
which was' the poorest year in the his- 
tory of the company when measured by 
actual net returns. 

The city attacked the contract be- 
tween the local traction company and 
the interurban under which the traction 
company is paid 2% cents per mile for 
use of its lines within the city limits 
by the interurban company. 

A report by the referee to the court 


-before the pass came. 


is not expected for a period of sixty 
days or longer, as attorneys for both 
sides are given thirty days in which to 
file written briefs, and the referee is 
expected to take at least thirty days for 
an examination of these briefs and 
formulation of his report. In the mean- 
time the traction company continues to 
collect a 7-cent fare. 


Weekly Pass Meeting with Favor 
in Washington 


Figures presented by the . Puget 
Sound International Railway & Power 
Company, Everett, Wash., show that its 
weekly pass plan is meeting with the 
approval of the riding public. The rec- 
ords show that 10,204 through pass 
rides were enjoyed the first week by the 
public for the sum of $404, or an aver- 
age fare of 3.96 cents. Somewhat 
larger sales and equal approval are re- 
ported by the Bellingham lines, which 
also sell the pass at $1. While the cash 
fare in Everett is 10 cents, almost 
everybody used four tickets for 25 cents 
In Bellingham 
the cash fare is 7 cents and tickets are 
sold at fifteen for $1, the ticket sales, 
however, being small on account of the 
amount required for purchase. 


Hearing on Railway Application 
: for Bus Permit 


The State Railroad Commission of 
California will hold a hearing in San 
Diego on Sept. 15 on the application of 
the San Diego Electric Railway for a 
permit. to operate an auto bus line as a 
feeder to the San Diego-National City- 
Chula Vista interurban railway line. If 
granted, the company will establish its 
bus line over a route about 5 miles in 
length, connecting with the interurban 
street railway at Eighth Street and 
National Avenue, National City. It is 
planned to maintain a _ fifty-minute 
schedule except for one hour each 
morning and evening, when the three 
Fageol buses to be placed on the run 
are used in taking from and returning 
to their homes students of the new 
Sweetwater Union High School, which 
has just been completed. 

The new bus line would supplement 
the present railway service. 


Lower Fare in Providence Under 
Consideration 


The board of directors of the United 
Electric Railways, Providence, R. L., 
recently authorized President Potter to 
file with the Public Utilities Commis- 
sion special rates for school children 
eighteen years or under. The new plan, 
by which tickets would be sold in strips 
of ten for 40 cents, will mean a reduc- 
tion in fare amounting to 2 cents. The 
tickets will be good for riding to and 
from school and will carry the same 
transfer privilege as the cash fare. 

Mr. Potter said that a survey 
was being made in Providence of fare 
systems. He added, however, that he 
d:d not believe his company would 
adopt the pass system. 


Offers Five-Cent Fare 


A Cut of Two Cents in Regular Fare 
Proposed by Newport News 
Railway Head 


With a view of doing the greatest 
good to the greatest number the “City 
Council of Newport News, Va., has ap- 
proved the plan of J. N. Shannahan, 
president of the Newport News & 
Hampton Railway, Gas & Electric Com- 
pany, to put into effect as soon as pos- 
sible a universal 5-cent fare. The pres- 
ent fare is 7 cents with half-price work 
and school tickets. It is expected that 
the new fare schedule will meet with 
the approval of the State Corporation 
Commission. Six weeks will be needed 
to take care of the legal requirements 
involved in changing the franchise. 

Mr. Shannahan stated that the re- 
duction will be put into effect in every 
zone on the peninsula. He submitted 
figures to show that 76 per cent of the 
peninsula’s traveling public will have 
their car fare reduced 2 cents while 
about 21 per cent will have it increased 
14 cents. He frankly stated that he did 
not know whether his company could 
“get by’? on the arrangement but was 
willing to give it a trial, hoping to se- 
cure more riders at the reduced rate. 

Members of the Council declared that 
they believed the men and women who 
lose the half-price work ticket will 
benefit in the end as a result of the flat 
5-cent fare, they and members of their 
families having to use the cars at times 
when the reduced fare does not apply. 

In opening his statement of the prac- 
ticability of the straight 5-cent fare, 
Mr. Shannahan stated that he had 
studied the matter from all angles and 
that the fare could be had in only one 
way, the establishment of a universal 
fare at this rate. He could not make 
special labor and school rates and have 
his company remain solvent. He added 
that he was willing to try the straight 
fare and make reports to the Council. 
In answer to a question he stated that 
the average fare is 6.11 cents and that 
the only way to make up for the loss 
of revenue is to carry more passengers. | 

The percentage of fares was then 
brought out, showing that labor tickets 
are but 18 per cent of the total number 
of fares. 

In regard to the reduction President 
Shannahan said that it would be im- 
possible for the company to give this. 
reduction without the ordinance recently 
passed regulating the use of the city 
streets by jitneys and buses. 

Under the plan not only would the 
fare within the city limits be reduced 
to 5 cents, but the fare on the inter- 
urban lines would be lowered also. The 
fare to Hampton would be 10 cents in-. 
stead of 14 cents and the fare to Old 
Point and Buckroe would be 15 instead 
of 21 cents. 

Appreciation of Mr. Shannahan’s of- 
fer was expressed by the Mayor and by 
members of the Council. Councilman 
Smith characterized the plan as a 
“clean-cut” proposition: and that the 
only question was whether the people. 
of the city wanted a 5-cent fare. 
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Recommends Drastic Changes 
in Traffic Regulation 


In co- operation with the Los Angeles 
Traffic Commission the Automobile 
Club of Southern California has just 
completed an extensive study and re- 
port on its plan for relieving congestion 
in the city of Los Angeles. The prin- 
cipal measures recommended include 
the widening of city streets and the 
elimination of cars from some of the 
downtown streets. The report states 
that if traffic congestion continues after 
making drastic changes then all cars 
should be removed from the downtown 
congested area and a belt line or loop 
system of railways should be built. The 
report was filed on Aug. 30 and copies 
were submitted to the Board of Public 
Utilities, City Planning Commission, 
Chamber of Commerce and other civic 
bodies. 

The report contains a map showing 
the location of the proposed new streets 
and charts showing the population 
curve and other causes of congestion, 
also extensive information concerning 
the manner of dealing with traffic prob- 
lems in other cities. The report of the 
club was prepared by its consulting 
engineer, J. B. Lippincott. It consumed 
one year to prepare the completed re- 
port, with the engineer in charge using 
forty assistants. 


Weekly Pass in Pine Bluff 


Another railway announced recently 
its intention of putting into effect the 
weekly pass plan. This is the Pine 
Bluff (Ark.) Company, which started 
on Sept. 4 the selling of $1 passes good 
for an unlimited number of rides be- 
tween Monday morning and Sunday 
night. The plan also provides that 
school children may enjoy the same 
privilege for 50 cents a week, provided 
they are able to present certificates 
showing that the students are bona fide 
pupils in the public or private schools. 
The new plan will make no change in 
the cash fares, which will remain at 
6 cents a ride. 


Hearing Set on Suit of Puget 
Sound Property 


Preliminary to the litigation in 
Federal court this fall, which is ex- 
pected to have a bearing on the adop- 
tion of a 5-cent car fare for the Seattle 
(Wash.) Municipal Railway, the city 
recently filed with the Circuit Court of 
Appeals in San Francisco its brief in 
the so-called “specific performance” 
suit brought by the Puget Sound Power 
& Light Company. Hearing has been 
set for Sept. 18, when the high tribunal 
will sit in Seattle. 

This is the case in which Federal 
Judge E. E. Cushman in the District 
Court rendered a decision favorable to 
the power company, which was seeking 
to have the general fund of the city 
made security for the $15,000,000 of 
bonds with which the street railway 
was purchased from Stone & Webster. 
Since that decision the State Supreme 
Court has interpreted the statutes of 


q 


this State as forbidding any invasion 
of the city’s general tax funds for 
the purpose of operating and maintain- 
ing the street car system, and the city 
had appealed from the decision given 
by Judge Cushman. The city will be 
represented by Corporation Counsel 
Walter F. Meier, T. J. L. Kennedy, 
first assistant, and Robert H. Evans, 
special counsel. 


Fare Dispute in Dallas 


Petition to Mandamus City to Compel 
Reduced Fare—Appeal Against 
Six-Cent Fare Collection 


The fight to compel the city of 
Dallas, Tex., to reduce fare by repeal- 
ing the ordinance granting an exten- 
sion of the 6-cent fare to the Dallas 
Railway has found its way into the 
courts. Two petitions are now pend- 
ing, one seeking to mandamus the 
Mayor and City Commissioners to 
compel them to act on the petition filed 
on July 24 asking that the ordinance 
granting the extension of the 6-cent 
fare be submitted to the qualified voters 
of the city for approval or rejection 
under the referendum provision of the 
city charter. 

The legal department of the city of 
Dallas had held that the fare extension 
ordinance carried an emergency clause 
and under the charter provisions is 
not subject to referendum. The peti- 
tioneers seeking the referendum, on the 
other hand, allege that there was no 
emergency and that the fare extension 
ordinance should not have carried the 
emergency clause but should have be- 
come effective only after the regular 
period of thirty days. 


SEEK TO ENJOIN COMPANY 


The other petition seeks an injunc- 
tion restraining the officials and agents 
of the Dallas Railway from collecting 
6-cent fares, or any other fare than the 
5-cent fare provided in the original 
franchise granted to C. W. Hobson and 
his associates in 1916. The latter peti- 
tion has just been filed in the district 
court by the same petitioners as filed 
the former petition with the City Com- 
mission and later filed petition for 
mandamus to compel the City Commis- 
sioners to act on their petition. 

The petition seeking an injunction 
cites provisions of the original fran- 
chise and alleges that any action by the 
city in increasing fares except as pro- 
vided in that franchise was in viola- 
tion of law and void. The petition 
further asks that in case the 6-cent 
fare is not immediately set aside, the 
court order the Dallas Railway to issue 
receipts for fares paid by its patrons 
so that in case the 6-cent fare is set 
aside later the patrons may secure re- 
fund of excess fares paid. 

W. M. Holland, president of the 
Dallas Railway, and Richard Meri- 
wether, vice president and general 
manager, are named in the petition as 
agents of the defendants. 

The petition also asks the court to 
compel the defendants to deposit the 


amount of the monthly difference be- 
tween the 5-cent and the 6-cent fare if 
the order for a temporary injunction 
is not given by the court, and desig- 
nates the difference between the two 
rates of fare as $500 a day. The claim 
that the 6-cent fare is being collected 
illegally is repeated in the petition. 
The petition also cites that the 6-cent 
fare ordinance would not’go into effect 
legally until it had been voted upon by 
the electors of the city of Dallas, in 
conformance with the charter, because 
a scale of 5-cent fares is designated 
under the original Hobson franchise, 
which was voted upon by the people. 


Will Seek Review of Commission’s 
Fare Ordér 


The city of Alhambra, Calif., served 
by the Pacific Electric Railway lines, 
is preparing to go before the Supreme 
Court and charge the State Railroad 
Commission with unfair discrimination. 
Alhambra has taken exception to the 
recent ruling of that body which re- 


- duced the fare to South Pasadena and 


has ignored the claims of Alhambra for 
a similar reduction, although the mile- 
age to Alhambra is considerably less 
than to South Pasadena. T. C. Gould, 
city attorney, has announced his inten- 
tion of asking legal representatives of 
other cities adjacent to Los Angeles to 
join with him in requesting a writ of 
review. The commission ruling which 
reduced Hollywood and South Pasadena 
fares was reviewed in the Electric Rail- 
way Journal issue of Sept. 9. 


Ee maanition 
News Notes 
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Weekly Pass Plan in Effect.—The 
Pacific Power & Light Company, 
Astoria, Ore., began on Sept. 4 issuing 
weekly passes on the railway lines at 
$1 each, good for an unlimited number 
of rides by the holder during the seven 
days following the issuance. This com- 
pany is the first in Oregon to adopt 
this plan. 

Wants to Restrain Buses.—The Mayor 
of Houston, Tex., has indicated that he 
will secure submission to the voters in 
November of a proposal to prohibit the 
operation of jitneys in that city. Elec- 
tric railway facilities have recently 
been increased by the expenditure of 
more than $1,000,000 by the Houston 
Electric Company. 


A 


Plea for Permanent Transfer Points. 
—Electric railway companies of Day- 
ton, Ohio, have requested the City Com- 
mission to curtail transfer privileges. 
It is alleged that the transfer privilege 
is being abused. Permanent transfer 
points are being sought. Railway offi- 
cials claim that in some cases it is 
possible for a person to go downtown 
on one line, get a transfer and reach 
home on another for a single fare plus 
a 1-cent transfer charge. 
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Mr. Shryock Advanced Again 


E. O. Shryock, who was recently ap- 
pointed superintendent of the light, 
power and transportation departments 
of the Columbus, Newark & Zanesville 
Traction Company at Zanesville, Ohio, 
has a long service record in electrical 
utility work behind him. 

In June, 1906, he was employed by 
the Meadville Traction Company, the 
Meadville & Cambridge Springs Street 
Railway and the People’s Incandescent 
Light Company, which were jointly 
operated. While in their employ, he 
was connected at various times with 
practically every department. In Febru- 
ary, 1909, Mr. Shryock was made super- 
intendent of a new division then being 
operated under the name of the Mead- 
ville & Conneaut Lake Traction Com- 


pany, holding this post until 1913, when, 


these companies were consolidated 
under the name of the Northwestern 
Pennsylvania Railway and the North- 
western Electric Service Company. At 
this time he was made superintendent 
of transportation of the Meadville- 
Cambridge Springs Division, Meadville 
Division and the Meadville and Con- 
neaut Lake Division. 

Later in 1913 the Erie Traction Com- 
pany was consolidated with these com- 
panies and Mr. Shryock was made 
superintendent of transportation and 
purchasing agent for the combined sys- 
tems. In the following year he was 
promoted to be general superintendent, 
which position he held until 1920, when 
he resigned to become superintendent 
of railways of the Northwestern Ohio 
Railway & Power Company, with head- 
quarters at Oak Harbor. This position 
he resigned in June, 1922, to become 
superintendent of transportation of the 
Columbus, Newark & Zanesville Trac- 
tion Company at Zanesville. He was 
promoted to the general management of 
the company’s local properties on 
Sept. 1 when the resignation of B. S. 
Watters went into effect. 


Spanish Railway Officials 
Visiting Here 

Senor Don José Moreno Ossorio, gen- 
eral manager of the Norte Railway in 
Spain, and several other Spanish rail- 
way experts who are working out plans 
for the proposed electrification of the 
Norte Railway recently made a tour of 
inspection through the East Pittsburgh 
works of the Westinghouse Electric & 
Manufacturing Company. 

The other members of the inspection 
party were Don Mario Viani Caballero, 
chief engineer of the motive power 
department, Norte Railway; Prof. Don 
José A. Pérez del Pulgar, professor 
of electrical engineering Instituto 
Catolico de Artes e Industrias, and 
R. F. Hamilton, consulting engineer of 
the Sociedad Espafiola de Construccién 


Naval, which represents the Westing- 
house Electric International Company 
in Spain. 

The initial electrification on the 
Norte system, which is one of the 
largest in Spain, will include about 40 
miles of line running from Ujo through 
the mountainous Pajares section in the 
north. Three thousand volts direct 
current will be used in this section, and 
water power will be purchased from the 
Electra de Viesco Company in Asturias. 
More extensive electrification work is 
planned for the future of the Madrid- 
Venta de Bafios section of this Spanish 
railroad. 


John E. Wilkie Assists General 
Manager of Chicago 
Surface Lines 


John E. Wilkie, a vice-president and 
director of the Chicago (Ill.) Railways, 
is made assistant general manager of 
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J. E. WILKIB 


the Chicago Surface Lines under a new 
organization plan. His department, in 
addition to handling routine matters of 
the general manager’s department in 
the absence of that officer, will have 
charge of publicity and public rela- 
tions, real estate transactions and 
records and all complaints relating both 
to service and personnel. 

By thus placing in the control of one 
executive the reception and adjustment 
of complaints both as to service and 
employees, the management recognizes 
the importance of these features of 
public relations as affecting the repu- 
tation of the company with its patrons. 
It also assures a co-ordination of effort 
between the complaint and transporta- 
tion departments, which it is hoped will 
work to the decided advantage and 
profit of the company. Mr. Wilkie is 
a former newspaper man who, for 
sixteen years before joining the forces 
of the Chicago Railways in 19138, was 
chief of the Federal Secret Service in 
Washington. 


Vol. 60, No. 12 


E. R. Kelsey Resigns at Toledo 


Edward R. Kelsey, for twelve years 
in charge of the publicity department 
of the Doherty company, has re- 
signed. He will become. scout execu- 
tive for Toledo, Ohio. Mr. Kelsey was 
a newspaper reporter before 1910, de- 
voting part of his time to the interests 
of the Toledo Railways & Light Com- 
pany. In 1910 he left newspaper work 
to become manager of the publicity de- 
partment at Toledo. In 1912 he was ap- 
pointed general passsenger agent. 


W. B. Yereance has completed his 
contracts with the Eighth and Ninth 
Avenue Railroad companies, New York, 
and has relinquished his office of gen- 
eral manager and chief engineer of 
those properties. 


R. F. Clute has been appointed su- 
pervisor of the Charleston Consolidated 
Railway & Lighting Company, Charles- 
ton, S. C. He succeeds A. H. Roberts, 
who resigned recently. Mr. Clute has 
been an inspector and dispatcher for 
the company for several years. 


Edward Roach is in charge of the in- 
stallation of the electrical equipment 
on the lines at Muncie and Anderson, 
Ind., of the Union Traction Company 
of Indiana. Bradford Fields is in 
charge of the installation of the high- 
tension lines under construction between 
the Muncie substation and Eaton power 
plant and between the Muncie and 
Selma substations. 

C. H. Evenson has been appointed 
assistant general superintendent of 
transportation of the Chicago (IIl.) 
Surface Lines. Mr. Evenson entered 
the service of the Chicago City Rail- 
way in 1910. For a number of years 
he was secretary to the president of 
the Surface Lines and for the past two 
years has been employed in the trans- 
portation department. 


Paul Warwick has been appointed 
assistant director of the public rela- 
tions department of the Georgia Rail- 
way & Power Company, Atlanta, Ga. 
The change is effective Sept. 1, accord- 
ing to an announcement by Lincoln K. 
Starr, director of the public relations 
department. Mr. Warwick, who has 
been secretary of the Georgia Com- 
mittee on Public Utility Information, 
was formerly Mr. Starr’s assistant 
with the Georgia company. He suc- 
ceeds “Fuzzy” Woodruff, who has held 
the position the last several months 
and who resigned to take up newspaper 
work again. 


J. M. McElroy, one of the leading” 


tramway authorities in Great Britain, 
has been presented by the Manchester 
Tramways Committee with a silver tea 
service on the occasion of his retiring 
through ill health as general manager 
of Manchester Corporation Tramways, 
a post which he has held for twenty- 
two years. The chairman of the tram- 
ways committee and the Lord Mayor 
of Manchester bore high testimony to 
the value of the work accomplished by 
Mr. McElroy, voicing the sorrow of all 
concerned that it was necessary for 
him to retire. 
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Pulverized Coal InstalJations on Increase 


One Manufacturer of This Class of Equipment Reports Record Orders, Which 
Include Many Converts in the Electric Railway Field 
to Use of the New System 


VERY utility is interested in any- 

thing that has to do with the use 
of coal. In the operation of the power 
plant, the first problem just now hap- 
pens to be how to get the coal to burn. 
That is a temporary or passing condi- 
tion, however, so that, after all, the 
problem resolves itself into what coal 
to get and how best to use it after the 
coal has been purchased. At first, the 
criterion was to get as good coal as 
possible and then to burn it as economi- 
cally as possible, but with coal prices at 
their present level and the prospects 
very remote of any very large decrease 
in the price of fuel, increased attention 
is being paid to the possibilities con- 
tained in the use of low-grade fuels 
with mechanical means called upon as 
an aid to securing better power station 
results. 


PULVERIZED FUEL EFFECTS 
OPERATING ECONOMIES 


It is just here that pulverized coal 
has forced its way to the front as a 
possible aid to economy when properly 
used. At least one large utility plant has 
been built entirely with the end in mind 
of using pulverized fuel, and the ten- 
dency has been constantly growing 
among other power users to turn 
toward the use of coal in pulverized 
form. In the particular case to which 
reference has just been made the instal- 
lation contemplated that the utility 
should pulverize its own coal in its own 
plant, but this was merely an incident 
in the operation and if anything empha- 
sizes the advantages of the use of the 
pulverized fuel. 

No matter what the coal market con- 
ditions or technical considerations may 
be that govern this tendency, the fact 
that more and more companies are 
turning toward the use of pulverized 
fuel is a development too important not 
to merit very serious consideration 
everywhere. Among the latest converts 
to the use of pulverized fuel are the 
United Electric Railways, Providence, 
R. I.; the West Penn Traction Com- 
pany, Pittsburgh, Pa.; the Rochester 
Railway & Light Company, Rochester, 
N. Y.; the Duquesne Light Company, 
Pittsburgh, Pa., and the Union Electric 
Company, St. Leuis. All of these com- 
panies are on record as having placed 
orders recently with the International 
Combustion Engineering Corporation for 
the installation of the Lopulco system, 
and that company reports bookings for 
combustion equipment during August 
for more than $900,000, exceeding by 
more than $200,000 the record of any 


previous month. This is the recent rec- 
ord of just one manufacturer of this 
class of equipment. 


INSTALLATION IN MILWAUKEE 
SUCCESSFUL 


The Philadelphia Rapid Transit and 
the Milwaukee installations for burning 
pulverized coal, described previously in 
the Electric Railway Journal, are of 
course among the most important of 
the kind so far made in the public 
utility field. The significance of the re- 
sults of the Milwaukee installation in 
particular is doubly important as the 
installation there has apparently more 
than justified the faith of its sponsors, 
for among the latest companies recorded 
as turning toward the use of pulver- 
ized fuel is found the Union Company, 
also a subsidiary of the North Ameri- 
can Company along with the company 
at Milwaukee. - 

Thus is the record set down of a 
tendency among power users that seems 
to have great impetus behind it. There- 
in may lie a lesson for power uses else- 
where. As for the company making the 
equipment, the intending purchaser 
may not be interested in the extent to 
which the producer is prospering be- 
cause all his plants are now being run 
to capacity, but even that fact is not 
without significance for the power user, 
although he may not be interested in 
the details of the figures of the manu- 
facturer’s output. In the case of the 
International Combustion Engineering 
Corporation this’ output includes also 
the products of the Underfeed Stoker 
Company. 


$3,000,000 Power Development 
Planned 


The Potomac Public Service Com- 
pany, which purchased the Hagerstown 
& Frederick Railway, together with 
holdings at Eddes Fort along’ the Caca- 
pon Creek in Morgan County, West 
Virginia, will erect a hydro-electric sta- 
tion, costing about $3,000,000. The 
company hopes to supply power within 
a radius of 75 miles of the plant. 

A dam will be built at Eddes Fort, 
which will impound water that will 
drain an area of 672 square miles. The 
lake will flood an area of 5,000 acres. 
It will be 165 ft. high from the bed of 
the creek. 

The company has secured options for 
a distance of 30 miles or more. It will 
require two years to complete the work. 
The setting of the lake in the natural 
woodland will no doubt result in the 
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formation of a summer colony along 
its banks. 

Inasmuch as many miles of the coun- 
try road will be flooded, the company 
will provide a highway of concrete the 
whole length of the lake. The large 
dam will be of concrete construction 
and will be more than 700 ft. in length 
at the crest. The company will develop 
approximately 30,000 hp. High-tension 
transmission lines will be built to con- 
nect the company’s lines over four 
states. 


Westinghouse Company Receives 
French Railway Contract 


An order covering the complete con- 
trol equipment for 120 electric locomo- 
tives, now under construction, has been 
received by the Westinghouse Electric 
& Manufacturing Company, East Pitts- 
burgh, Pa., from the Paris-Orleans 
Railway of France as part of an elec- 
trification contract amounting: to ap- 
proximately $8,000,000. 

The Paris-Orleans Railway, which is 
one of the largest systems in France 
operating over 5,000 route-miles of 
track, is electrifying 125 miles of its 
main line between Paris and Vierzon. 
This is the first of an extensive pro- 
gram laid out by the Paris-Orleans for 
the electrification of its lines. 

The complete order of control equip- 
ment will be manufactured in the 
United States and shipment of this 
order will commence in January, 1923, 
and extend to December, 1924. 


Rails Will Cost More 


The United States Steel Corporation 
announced on Sept. 13 that the price of 
standard steel rails would be advanced 
from $40 to $43 per gross ton on Oct. 1. 

This is the first advance made in the 
prices of rails for many months and is 
accepted ‘as marking the beginning of 
the resumption of the upward trend in 
prices. 

Formal announcement made by the 
corporation said: 

Until Sept. 30, 1922, the price of 
standard rails will continue to be $40 
per gross ton base f.o.b. mills for de- 
liveries to be made in about equal 
monthly instalments prior to June 30, 
1923. Commencing Oct. 1, 1922, the 
price will be increased to $43 per gross 
ton base f.o.b. mills for same deliveries. 


Metal, Coal and Material Prices 


Metals—New York Sept. 12, 1922 
Copper, electrolytic, cents per IDS tonite 14.00 
popper. wire baa cents perlb.......... 15.625 
Lead, cents perlb............0 cece care 5.90 
Zine) conta per be. Sead ele cre ns Seat 6.70 
Tin, ‘Straits, cents Ret Git Foils wilco 32.25 


Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b, vessel, Hamp- 


ton Roads, gross tons....,.......-5+: $8.375 
Somerset mine run, Boston, het'tons..... 5.125 
Pittsburgh mine run, Pittsburgh, nettons {4.625 
Franklin, Ill., screenings, Chicago, net tons 4.375 
Central, Ill., screenings, Chicago, net tons 4.325 


Kansas screenings, Kansas City, net tons 2.75: 
Materials 


Rubber-covered wire, N. Y., cents per lb, 6.25 
Weatherproof wire base,N.Y.,cents per lb. 16.00 
Cement, Chicago net ices, without bags $2.20 
Linseed ‘oil (5-bbl.lots), N.Y.,cents pergal. 91.50 
White lead,(100-Ib. keg), N.Y.,cents reat Tb. 12:50 
Turpentine, (bbl. lots), N.Y., per ga $1.29 
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Rolling Stock 


New York & Queens County Railway, 
New York, N. Y., has leased fifty cars 
ef the Third Avenue Railway. These 
will replace some of the bad order 
equipment of the Steinway lines oper- 
ating in Long Island City. 

Boston (Mass.) Elevated Railway 
placed an order during the month of 
July for forty steel cars of the elevated 
type for operation in train service in 
the East Boston tunnel upon comple- 
tion of the Maverick Square Terminal. 

Louisville (Ky.) Railway, now that 
the new franchise ordinance has been 
finally arranged, is expected to pur- 
chase about 80 one-man cars under the 
plan calling for the expenditure of 
$900,000 in improvements. 


Chattanooga, Tenn.—The first gaso- 
line motor car will be placed in opera- 
tion out of Chattanooga by the Tennes- 
see, Alabama & Georgia Railway. The 
car was purchased from the Service 
Motor Truck Company, Wabash, Mich. 
For the present the motor car will make 
a round trip to Gadsden and will be 
run on the same schedule as the steam 
passenger trains. 

The Cincinnati (Ohio) Traction Com- 
pany has ordered seventy motor and 
control equipments for new cars from 
the Westinghouse Electric & Manufac- 
turing Company. The outstanding fea- 
ture is the application of Westinghouse 
cabinet type control, which simplifies 
the operation of cars. This type of 
control was first tried out successfully 
in Cleveland, Cincinnati being the sec- 
ond city to adopt it. The seventy cars 
are being built at the plant of the Cin- 
cinnati Car Company. 
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Track and Roadwa 


Cincinnati (Ohio) Traction Company 
will order at once the necessary mate- 
rial for the installation of tracks and 
Switches in connection with the rerout- 
ing plans. 

Trenton & Mercer County Traction 
Corporation, Trenton, N. J., is making a 
number of improvements to the road- 
bed at Hopewell, N. J., and raising the 
rails at several points. 


Muskegon (Mich.) Traction & Light- 
ing Company is placing its profits’ in 
improvements to the line. The work of 
double-tracking the line in the business 
section of the city has been completed. 

Toronto (Ont.) Transporation Com- 
mission has commenced work on the 
double-tracking of Yonge Street from 
Woodlawn Avenue to the northern city 
limits. The street will then be paved. 

The Connecticut Company, New 
Haven, Conn., through President Storrs 
has notified the Mayor. of Hartford 
that it is ready to lay its share of the 
pavement on Windsor Avenue. New 
rails and roadbed will be laid. The 
expenditure will approximate $75,000. 

Eureka (Calif.) Street Railway has 
materially improved its roadbed since 
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January of this year. The rails have 
been straightened out, new ties used 
and trolley wires replaced. The cars 
have been remodeled and rebuilt and 
a new rotary converter has been in- 
stalled. 

Fresno (Cal.) Traction Company will 
likely begin work on its $85,000 exten- 
sion program on Oct. 1. E. A. Devereux 
recently announced the arrival of ten 
ear loads of rail,and a large quantity 
of ties to complete the extension of 
Adlington Heights and the Fresno 
Avenue extension. 


Columbus, Delaware & Marion Elec- 


tric Company, Marion, Ohio, may build 


a new belt line in Marion. It became 
known that the company bought a right- 
of-way 20 ft. wide in Uhler Road in 
Vernon Heights addition. In case the 
company builds a belt line the Center 
Street line will be used as a feeder, it 
is said. 

Pacific Electric Railway, Los An- 
geles, Cal., was authorized by the 
California Railroad Commission to con- 
struct three tracks at grade across 
Pico Avenue and the Southern Pacific 
Company to relocate its railroad track 
across Pico Avenue in Long Beach. 
The changes follow a relocation of the 
industrial district of Long Beach. 

Dallas-Terrell.— Extension of the 
Dallas-Terrell line of the Texas Inter- 
urban Company, to Mineola and Tyler 
which is expected to be placed in oper- 
ation before the end of 1922, is being 
sought by commercial interests of these 
and other East Texas cities and towns. 
The matter has been placed before the 
officials of the companies interested in 
building the new interurban line. 


Groton & Stonington Street Railway, 
Groton, Conn., has completed negotia- 
tions with the state highway depart- 
ment of Connecticut for the purchase 
of 1,800 ft. of trackage over the Thames 
River at New London, Conn., including 
the approaches on both sides of the 
bridge. The highway department when 
the bridge was built two years ago, 
laid the tracks over the bridge since 
at that time none of the street rail- 
ways were in a financial condition to 
pay the expense of construction. State 
Highway Commissioner Bennett has 
agreed to sell the trackage for the 
sum which it originally cost the state, 
$3,800. The full amount will be paid 


the State before the trolleys begin to 
operate over the bridge. 
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Power Houses, Sho 
and Buildings 


Savannah Electric & Power Com- 
pany, Savannah, Ga., has recently com- 
pleted repairs on the two steel stacks 
of the Indian Street power plant. 


Springfield (Mass.) Street Railway 
has offered to pay $3,000 toward the 
cost of building a cement bridge at 
Frog Hole, in Westfield, Mass., the 
bridge being on the company’s route 
between the two cities. The bridge is 
to be 30 ft. wide and will cost $30,000. 


Trade Notes 


r 


Globe Railway Equipment Company, — 
St. Louis, Mo., has been incorporated 
with a capital stock of 20,000 shares 
of no par value to manufacture and 
deal in railway machinery, equipment, 
devices and all articles pertaining to 
railway lines. 

G. P. Atkinson, who has been asso- 
ciated with the Weston Electrical In- 
strument Company for the past six 
years, will also represent the Ward 
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Leonard Electric Company in the At- © 


lanta district. Mr. Atkinson has estab- 
lished’ an-office in the Atlanta Trust 
Building, Atlanta, Ga. 

Rail Welding & Building Company, 
Cleveland, Ohio, announces the addition 
to its staff as sales engineer of L. R. 
Berkeley, E. E. of Cornell University, 
who has been associated for a. number 
of years with the sales and engineering 
departments of the National Carbon 
Company. Mr. Berkeley will cover the 
territory of western Pennsylvania, Ohio, 
Indiana, Kentucky, and Michigan. He 
replaces A. C. Sullivan, resigned. 

L. D. Miller, Stamford, Conn., 
formerly Eastern representative Inter- 
national Motor Company, has made 
public plans which he is prepared to 
carry out for the leasing of buses to 
electric railway companies. Under this | 
plan, the lessor supplies all service, 
including driver, gasoline, oil, repairs 
and public liability imsurance Jor a 
limited period at a price determined by 
the mileage operated. It is expected, 
however, that this price will be approxi- 
mately 30 cents per bus-mile. 
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w Advertising 


R. D. Nuttall Company, Pittsburgh, 
Pa., has issued Bulletin No. 32° giving 
thirteen important points of the Nut- 
tall Form 13-E Trolley Base. 

Erie Electrical Equipment Company, 
Johnstown, Pa., has issued a new cata- 
log of fittings and other construction 
devices. A large number of special 
fittings have been developed by this 
company which are of particular value 
for construction of outdoor substations 
and automatic substations. 

Brown, Boveri & Company, Baden, 
Switzerland, have issued a well-illustra- 
ted 100-page bulletin giving descriptions 
of the manufacturing plants and of the 
products of the company. A large sec- 


tion is devoted to electric traction on ~ 


main line and interurban railways, in 
the development of which this company 
has played an important part. 

Crouse-Hinds Company, Syracuse, 
N. Y., has issued a complete and attrac- 
tively bound book on Condulets. The 
Catalog known as No. 2000 containing 
713 pages has been carefully compiled 
to show in a comprehensive manner the 
various devices manufactured by the 
company for use in conduit installations 
and known under the trade name “con- 
dulets.” The catalog is replete with 
illustrations. 


